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Our Platform 


Keep the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Take politics out of rate-making. 

A special fee for the use of the highway by motor 
vehicle common carriers as a place of doing business. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by the 
law and the Commission. 

Development of inland waterways for commerce 
only where a careful survey has demonstrated an ade- 
quate traffic demand, and then only for the purpose of 
permitting private operation of carriers thereon, who 
should pay for the privilege of using the waterways in 
order to recoup the taxpayers for the cost of develop- 
ment and maintenance. The differential between rail 
and inland waterway rates, if one is found to be justified, 
should be fixed on the basis of a scientific study of the 
comparative cost of rail and water transport. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 

If motor vehicles, intercoastal vessels, and inland 
waterway carriers are not to be regulated, then remove 
regulation from the rail carriers. In other words—equal- 
ize the burden of regulation in the interest of fair com- 
petition and the proper maintenance of rail transport. 





TRAFFIC WORLD INDEX 


ITH this number of The Traffic World is mailed to 

subscribers the semi-annual index for the volume, 
January to June, inclusive, 1931. It should be preserved 
for reference and bound with the copies of the magazine 
for the six months’ period. 


A RAIL REVENUE SUGGESTION 


F the many suggestions that have been made with 

respect to the railroad revenue situation and the 
application of the carriers for a fifteen per cent increase 
in all freight rates as a way of meeting it, there is one 
we have heard that appeals especially to us. That is 
that the necessary revenue be raised by a flat charge 
on each car of freight moved; determine the amount of 
revenue that has to be raised by some method of increase, 
estimate the number of cars of carload freight that will 
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move in the next year, and then make a “per car” charge 
of five dollars, or whatever amount is necessary, to bring 
in the necessary income. 

The arguments in favor of such a plan are many. 
This is a revenue case and not a rate case, as has been 
pointed out many times. The problem is how to raise 
the necessary revenue. The plan suggested would do it 
at the expense of carload freight and so would not 
operate further to drive to motor vehicles less than car- 
load business. It would be a simple method involving 
no long-drawn-out hearings, or any other kind of hear- 
ings except as to the necessity for the additional revenue 
and the amount needed. It would involve no work in 
revision of tariffs and no disruption of existing rate 
relationships, inevitable in any rate revision. It could 
be taken off as easily as it was put on when and if the 
necessity for it disappeared. It would place no great 
burden on commerce, generally speaking, for a charge 
of five dollars or so on every car of ffeight would not 
amount to much, translated into merchandise prices. 
Perhaps it would be well even to grade the charge accord- 
ing to the value of the merchandise in the car. It would 
help the railroads in another respect by encouraging 
heavier loading of cars, and the charge would not amount 
to enough to discourage carload movement in favor of 
less carload shipping. From every point of view, as we 
see it, some such method seems wise. 

Of course, what we have said is based on the theory 
that it will be decided that the railroads need the money 
for which they are asking—or that they need some of 
it. As to that we are not now expressing a definite 
opinion. But, as we see it, there are only two questions 
involved in this case—do the railroads need the money, 
and, if they do, what is the best way to give it to them? 


THE RATE INCREASE CASE 


(By Thomas F. Woodlock, in the Wall Street Journal) 

The problem now confronting the Interstate Commerce Com- 
mission is one of the greatest importance and also one of no 
ordinary difficulty. Amost every conceivable complication is 
present. On the one hand we have the carriers during the last 
year or so asking permission to cut their own rates to meet 
the new competitive conditions and we have the Commission 
itself grinding out anywhere from eight hundred to a thousand 
decisions annually in rate cases, of which at least one-third— 
perhaps 40%—require reductions in individual rates, to say 
nothing of the more important “Docket 17,000” or “Hock-Smith” 
cases, in some of which—notably the “grain case” now in court 
—important reductions are made. 

On the other hand we have Section 15a which talks about 
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“534%” return on carrier property group-values, and we have 
a current rate of return (on present earnings) which points to 
less than half this percentage for 1931. Again we have a peti- 
tion from the carriers for a general advance in all rates which 
from the Commission’s point of view, the result of past experi- 
ence, is the most objectionable form in which relief can be 
granted by increasing rates. 

There is room for infinite dialectics on both sides. The 
Commission can with perfect truth point to the competitive 
excesses committed by the carriers in their individual efforts 
to get business from each other, and to their efforts to hold 
business against highway and water by voluntary reductions in 
rates. The carriers also can with perfect truth point out that 
notwithstanding the definite provisions of Section 15a, the 
Commission has steadily reduced rates as a result of the endless 
flow of “rate cases,” and that they have never as a whole earned 
the statutory return over anything but a short period of time—if 
even that. 

Governors of states, Railroad Commissioners, and a mul- 
titude of shipping interests protest that this is no time to in- 
crease rates or costs or prices of anything. To which the car- 
riers reply with the plaintive question—when is the time to 
increase rates? If they may not do so when they are earning 
the statutory return because they are earning the statutory 
return and if in addition their earnings in the good years are to 
be recaptured, and if they may not increase rates in the poor 
years, of what use is a “statutory return” if it cannot in fact be 
collected on an average of years? 

And so forth ad infinitum. Meanwhile, there is the simple 
inescapable fact which no amount of dialectics can obscure, 
that the carriers are facing a serious impairment of their credit 
because the present traffic at the present rates will not produce 
enough revenue to protect the necessary margin of earnings 
over interest payments. In the exercise of their managerial 
judgment they have informed the Commission that they will 
obtain more revenue by a flat increase in all freight despite the 
probable diversion of some business to highways, than they will 
by selecting certain classes for increase and excluding others. 
At that they may be right, but right or wrong that is what their 
petition means. And it means further that the entire freight 
rate structure as a structure is too low. It is a pure revenue 
case and not a rate case. It is Ex parte 74 over again—simple 
enough but extremely troublesome. 

Granted that the carriers have presented their case to the 
Commission in a form which is the most difficult for the Com- 
mission to deal with, the Commission must face the fundamental 
question, and that is the question whether carrier revenues are 
not so far below a sufficient amount as to make it its duty 
under Section 15a to permit an increase in the freight rate 
structure. That is the heart of the matter, and no amount of 
argument will avail to obscure or remove it. If it finds that 
revenue is insufficient and that the deficiency should be supplied 
by an increase in freight rates, the next question will be whether 
a general increase in all freight rates will result in producing 
“unreasonable” rates on some commodities and if so on which 
commodities. This question should not be difficult, for it must 
be assumed that the present freight rate structure is properly 
related internally and that if, as a whole, it is unreasonably low, 
to raise it as a whole will not ipso facto make any of its parts 
unreasonably high. 

That to raise it in this way may result in diverting traffic 
to highways is not necessarily proof that the rates on commod- 
ities thus diverted are “unreasonable” in the sense of Section 1 
of the Act and, therefore, unlawful. This is important to keep in 
mind throughout the discussion; so, too, is the point that the 
meeting of highway competition is exclusively a managerial 
prerogative, and not a function of regulation. Under the letter 
and spirit of the law management is entitled—and expected—to 
make its own mistakes as well as its own successes. Infallibility 
in judgment was not required of it. 

All things considered, the present case is a crucial test of 
our regulatory policy concerning railroads. No one will envy the 
Commission its job of meeting that test. 


INLAND CANALS 


(By Thomas F. Woodlock, in the Wall Street Journal) 


The latest proposal for increased waterway construction in 
competition with the rail carriers has recently been under dis- 
cussion before U. S. Army Engineers at Fort Worth, Texas. 
Readers may be interested in the main facts of the proposal 
seeing that they throw much light upon the state of the “public 
mind” concerning this subject. 

The project contemplates improvement of the Trinity River 
to make a canal some 550 miles in length from Fort Worth and 
Dallas to Gulf of Mexico. The canal is to have a depth of nine 
feet and a bottom width of 100 feet, fori most of the distance, 
and is to be supplied with water (as needed) from reservoirs 
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now in existence, and to be constructed in connection with 
water supply for northern Texas cities. As there is a “lift” 
of 600 feet between Fort Worth and the gulf, there will be 33 
lock-dams. Advocates of the scheme (Fort Worth and Dallas 
interest) estimate the total cost at $50,000,000. Railroad 
engineers estimate it at double this amount. On the general 
strength of experience in these matters such estimates are not 
worth a pinch of snuff; nevertheless there they are. 

The new canal’s proponents also “estimate” a yearly ton- 
nage movement both ways of 5,300,000 tons with a “saving” in 
freight charges to “the public” of $16,000,000 per annum. Critics 
of these figures on the railroad side point out that under the 
decisions of the Interstate Commerce Commission with respect 
to rail-water joint rates the total possible “saving” in freight 
charges would probably be not more than $6,000,000. Against 
this should be placed the interest cost and maintenance cost of 
the new canal. 

The same railroad engineers estimate a maintenance cost 
of $22,000,000 annually—which looks high for 550 miles of 
waterway. But cut it in four and reckon but 3% on $50,000,000 
initial cost, and the “savings” disappear. Considering that 
there are already six railroad lines between Fort Worth-Dallas 
and the Gulf with an investment of at least $100,000,000, and 
that the new canal will not develop any new business but merely 
divert freight from the rails, the economic justification for the 
project is in all probability something less than nothing at all. 

It is all very well to forget the hundreds of millions of 
dollars already spent upon waterways in this country for their 
construction, and the tens of millions spent for their main- 
tenance, and to present those millions to anyone who may wish 
to put tugs and barges on the water. That we have more or 
less agreed to do. But it is quite another thing to throw more 
hundreds of millions of dollars into the waterways in the face 
of experience. What possible economic warrant can there be 
for further expenditures which cannot, directly or indirectly, 
justify themselves by returning interest on cost? 

This, moreover, is quite apart from the unfairness, amount- 
ing to plain dishonesty, which this sort of thing involves to 
the owners of railroads. What is the source of the moral 
strabismus that seems to afflict so many people in this matter? 
Our people are individually no less fair-minded than are other 
peoples; are we collectively “crooks” or is it only that a cer- 
tain type of politician (and newspaper) seems to think we are? 

The kings of old had their jesters who enjoyed the priv- 
ilege of satirizing their majesties and telling them truths that 
no one else was permitted to utter. It was traditional in the 
jester-craft that the fool’s cap covered much good common 
sense. We have no more kings—none to speak of—but we have 
a ruler who is far more in need of a licensed jester than ever 
was monarch. What Demos most needs is a jester with a whip. 
Instead, he is surrounded by a retinue of sycophants (in press 
and politics) who tickle his ears with pleasant flattery. 

They tell him that he is a real king, a wise king, an in- 
telligent king, that his words are the words of God himself 
and that he can do no wrong. And they build up in him an 
arrogance of prideful ignorance whereas the one virtue of 
which he stands in woeful need is humility born of knowledge. 
Why have we never as yet developed a real satirist—a satirist 
who hates the humbug but loves the victim; a satirist who is 
not himself a snob or a cynic or a sceptic? Such a one might 
not achieve a Nobel prize or a Pulitzer prize, but he would 
richly deserve it! 

If there be anything reasonably clear as to one “humbug” 
it is clear as to water transportation on artificial waterways 
in this country. That kind of transportation as we now know 
it is, on its face, not economical transportation in that it does 
not pay its way in common carriage. How much longer must 
we wait and how much more of the public’s money must we 
spend before we find that out? If private citizens care to risk 
their money at it on existing waterways, that is their privilege, 
but it is another thing to make more waterways. And it is 
still another thing to have the government in the business—not 
merely in the business but trying to make the public believe 
that it is profitable business, when it is obviously nothing of 
the sort. 

The government is trying to save money. On the basis of 
last year’s business of the Inland Waterways Corp. it would pay 
the government to sell out the entire plant for a quarter of 
its book cost and invest the money in government bonds. Call 
you this a “successful demonstration”? Or a plain “humbug”? 


WORDS AGAINST DEEDS 


(Chicago Journal of Commerce) 


Secretary of War Hurley is one of the public officia's who 
follow the rule not to let your tongue know what your hand 
does. It matters not to them whether an enormous inconsist- 
ency looms up between their doing and their saying. If what 
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they say sounds good, it presumably atones for the faults of 
their conduct. 

In a Fourth of July speech at Philadelphia, Secretary Hur- 
ley made a vehement assault on the “disciples of bureaucracy,” 
particularly those who desire government ownership. “They 
would condone the steady encroachment of bureaucracy,” he 
said, “and advocate its further extension to effect cures for all 
our social and economic maladjustments. Where they find in- 
justice and inhumanity in the operations of selfish private in- 
terests and in attempts to create monopolies they would, instead 
of regulating by stringent laws, the conduct of these business 
pirates, choke the initiative of all individuals.” 

Coming from any member of the present administration 
this would be a bit thick, since the government has become a 
merchant, speculator, and banker in farm _ products. But 
not all members of the administration have a direct concern 
with that vast bureaucratic and socialist enterprise. Secretary 
Hurley, though, occupies a special position in regard to another 
enterprise of the same kind. As Secretary of War he is in com- 
mand of the Inland Waterways Corporation, which is thoroughly 
socialist. He has sanctioned the use of government funds to 
disseminate misleading statements about the corporation. It 
cost at least a million and a quarter dollars of the taxpayers’ 
money last year, but that fact is not admitted in its annual 
report. 

There is no way of reconciling the existence and the prac- 
tices of the Inland Waterways Corporation with Secretary Hur- 
ley’s Philadelphia speech. But he blandly ignores the incon- 
sistency. Last September, while cruising down the Mississippi 
in a publicity stunt for the Inland Waterways Corporation, he 
said it must not be brought into competition with the railroads. 
Since it was already in competition with the railroads and had 
been for years, his remark sounded like a quotation from “Alice 
in Wonderland.” He also declared that river commerce stimu- 
lates the railroad business. He did not offer proof, and there 
is none to offer. 

Neverthless, he is the most redoubtable foe that bureau- 
cracy has to meet. “Bureaucracy,” he declaimed at Phila- 
delphia on the Fourth of July, “never produced a Washington 
or a Lincoln; a Fulton or a Whitney; a Marconi or a Bell. 
Federal aid did not make the McCormick reaper nor Edison’s 
incandescent bulb. No national annuity sustained the Wright 
brothers while they perfected the airplane. Nor did bureaucracy 
cultivate the genius of Clara Barton. But how about General 
Ashburn, Mr. Secretary? 

How about Major General T. Q. Ashburn, chairman of the 
board of the Inland Waterways Corporation? An excellent 
soldier in France, an adroit writer, General Ashburn has landed 
himself in a handsome and influential job at the head of a 
socialist enterprise, and has proceeded to fortify himself in it. 
Secretary Hurley is General Ashburn’s nominal superior, but 
the general does not mind. He can afford to smile shrewdly 
when the secretary points out that bureaucracy is an inferior 
thing. Bureaucracy may never have produced a Fulton or a 
Whitney, a Marconi or a Bell, but it produced the chairman of 
the Inland Waterways Corporation, who last year wrote an 
article for The Nation, entitled “The Government in Business,” 
and opening with these words: 


Can the government successfully carry on a business? I believe 


that it can if the business is rightly organized. 


What about it, Mr. Secretary? 

The article, which was largely a dexterous concealment of 
the facts about the Inland Waterways Corporation, ended with 
these words: 


A study of the accounts of this corporation, its methods of op- 
eration, and its financial results will, I believe, demonstrate that its 
operations have been highly efficient. In my opinion, any similarly 
organized government corporation can be made just as efficient. 


Mr. Secretary, what about it? 

Listen again to the secretary’s Fourth of July attack on 
“the disciples of bureaucracy”: “All that is necessary, they 
say, is to furnish the government with additional clerical assist- 
ance and bureaus and extend its ownership over all forms of 
transportation, power, and public utilities, instead of regulating 
these utilities for the protection of the public. They pass lightly 
over the fact that we already have a federal bureaucracy num- 
bering well over 600,000 persons. In spite of its size and the 
extension of its powers, we still have all the economic and social 
ills we have always had.” 

Very reasonable words. But how do they consist with 
Secretary Hurley’s official deeds? The Inland Waterways Cor- 
poration is under his nominal command. He defends it. Gen- 
eral Ashburn asserts it is self-supporting. Yet the general’s own 
salary is paid by the War Department, not the corporation. 
Secretary Hurley is right in opposing any further ‘clerical 
assistance” for bureaucracy. There is enough now. Recently, 


when General Ashburn made a speech at Peoria in behalf of 





The Traffic World 





Vol. XLVIII, No. 2 


his socialist corporation, the seven-page mimeographed copies 
of his speech were sent to the newspapers by the “War Depart- 
ment, headquarters sixth corps area, Chicago,’ accompanied 
by a request that marked copies or clippings be mailed to the 
assistant chief of staff at Chicago. The “clerical assistance” 
of the War Department, and the resources of the government 
postal service, are at General Ashburn’s command. Neverthe- 
less, his corporation is losing money. And in valiant speeches 
the general’s nominal superior gives bureaucracy the Devil. 


NAVIGATION VS. IRRIGATION 

Navigation vs. irrigation was debated at McCook, Neb., June 
25 by E. P. Ryan, traffic manager, Grand Island Chamber of 
Commerce, Senator Kenneth S. Wherry, Pawnee City, and Ar- 
thur J. Waver, former governor of the state and president of 
the Missouri River Navigation Association. Development of 
navigation on the Missouri was the question at issue, the first 
two speakers opposing the development on the ground of faulty 
economics and the last supporting the development. C. E. 
Childe, manager, traffic bureau, Omaha Chamber of Commerce, 
was to have been a speaker on the affirmative, with Mr. Weaver, 
but was unable to be present. The debate was “refereed” by 
Senator George W. Norris. 

Contending against river development, the opposition speak- 
ers summarized their objections as follows: 


1. The cost of development is too great to tax payers and will 
return an inadequate amount on the investment. 

2. With railroads, busses, trucks and even aviation in a many- 
cornered fight for tonnage, there is no need for another transporta- 
tion agency. 

2. Inland cities will not benefit from any 
rates made to port cities by barge lines. 

4. Inland waterways will bring many 
other regions into the midwest. 

5. The people of Nebraska should have the final say as to what 
purposes they desire their river resources to be used. 


Former Governor Weaver asserted, in reply, that cheap 
water transportation would build industry in the midwest, with- 
out harming the railroads and without endangering irrigation. 
“Today our people are meeting the challenge of transportation,” 
he declared. “They have the longest haul to market of any 
people in the world.” He pictured the Missouri River as an 
indispensable part of the network of waterways envisioned by 
government engineers, which is being constructed with federal 
funds. 


reductions in freight 


competing products from 


ST. LAWRENCE WATERWAY PROJECT 

Though reports persisted that President Hoover and Major 
William Duncan Herridge, Canadian minister to the United 
States, had discussed matters relating to the St. Lawrence 
waterway project, William R. Castle, Jr., acting Secretary of 
State, in a conference with newspapermen July 8 stated flatly 
that no negotiations were going on at the present time, either 
formal or informal, concerning the St. Lawrence waterway. 
This reply was made in response to inquiries as to the water- 
way having been discussed at the White House the preceding 
day at a conference in which the President, the Canadian min- 
ister, Mr. Castle and Hanford McNider, American minister to 
Canada, participated. It had been reported that the matter was 
discussed in that conference. Mr. Castle said he never said 
what he discussed with the President but at the same time 
made the statement as to no negotiations going on at the pres- 
ent time. 

It is understood to be the position of the Canadian govern- 
ment that it prefers to proceed directly to the negotiation of a 
treaty relating to the project rather than have negotiations 
handled by commissions representing the two countries. 

A meeting of the executive committee of the Great Lakes- 
St. Lawrence Tidewater Association, the voluntary association 
of twenty-three member states to assemble and disseminate help- 
ful information in regard to the improvement of the St. Law- 
rence to connect the Great Lakes with the ocean, is to be held 
shortly to make up the organization’s budget for the ensuing 
year. If a treaty is negotiated by Canada and the United States, 
the association, will, of course, support ratification. 


PANAMA CANAL TOLLS 


Colonel Harry Burgess, governor of the Panama Canal, has 
reported to Secretary of War Hurley that 400 commercial ves- 
sels transited the canal in June, on which tolls of $1,821,408.73 
were collected. This compared with 428 vessels and tolls of 
$1,923,452.18 in May this year and 478 vessels and tolls of 
$2,100,994.53 in June last year. 

In the fiscal year ended June 30, 5,529 commercial vessels 
transited the canal, paying tolls of $24,645,456.47, as compared 
with 6,185 commercial vessels and tolls of $27,076,890.01. 

In the six months ended with June, 2,627 vessels trausited 
the canal and paid tolls of $11,747,687.46, as against 2,983 vessels 
and tolls of $13,248,255,85 in the corresponding period of 1930. 
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It may be good for a man to “get 
something off his chest,’ even if it 
costs him something. That is all 
that is being accomplished by those 
including senators and representatives, who have taken their 
pens in hand to write to the Commission about the application 
of the railroads for a 15 per cent increase in freight rates. The 
man who has protested against the increase has wasted his 
time. The same is true of the man who has wept for the condi- 
tion of the railroads. 

Practitioners who have ponderously wielded the language of 
the law, have not produced anything that can be considered by 
the Commission. They would not think of addressing a judge 
in respect to a matter pending in court. In the matter of an 
increase in rates, the Commission is bound to act as circum- 
spectly as a judge. Therefore, the things that have been shot 
at it represent wasted indignation and paper. 

The book in which the Commission is filing the letters, pro- 
tests, and what not on the subject, shows that Secretary McGinty 
has been trying to stem the tide of rhetoric and paper. 

“I would advise,” said he in a letter acknowledging receipt 
of a communication, “that no advance formal written nor printed 
pleadings nor protests are necessary in this investigation. All 
parties desiring to offer testimony pertaining to the questions 
presented by the carriers’ application may appear at future hear- 
ings already announced or to be announced.” 

Who wants to be heard, why, when, where, and how much 
time it will take to tell the story is all the Commission wants 
to know now. It would like to be advised in those respects by 
July 20. It made its desires known in the program it announced 
June 30. 

Only sworn testimony may be considered by the Commis- 
sion. Letters, resolutions, protests, and things of that sort are 
helpful in support of requests for the suspension of tariffs. But 
the application of the carriers did not create an issue of that 
sort. The Commission treated it as the foundation for what is 
usually described as a general advanced rate case. 

All the material that has been sent in has been put into 
files that are called correspondence files—files that were created, 
in the first instance, for the safe keeping of such things as in- 
quiries as to when and where the next hearing would be held. 

Corespondence files are not a part of the record in any 
case. They are physically kept with the record, but they are 
not a part of it. All those who have expressed opinions or 
related facts, so far as the case itself is concerned, have not 
done so much as crossing a t or dotting an i. They may have 
got something off their chests, but that is all. 

If those who have written or have sent in representations in 
the form of briefs or protests hope to have their views reach 
the commissioners, they must testify and subject themselves to 
cross examination by the other side. While the Commission 
is a legislative body, it is hedged about by the statute of its 
creation and it is not free to proceed except by hearings. Hear- 
ings are definite things when an administratvie body is required 
to hold them—much like trials in court, and subject to the rules 
that govern courts. 

The flood of communications that cannot lawfully be con- 
sidered by the Commission is a burden on the Commission’s 
clerical force, a waste of the time of the writers and of the 
paper they use, as indicated by Secretary McGinty’s polite ad- 
vice, which, of course, comes under the eyes only of those who 
have already wasted time and paper. 


Waste In Indignation 
and Good White Paper 





Up to this time, the Commission 
has not changed its ways as a result 
of the decision in Chicago, Indian- 
apolis and Louisville vs. International 
Milling Company. In that case (33 
Fed. (2nd) 93), the district court said 
the rate shown in the latest tariff was the lawful rate even if 
the older rate had not been cancelled, as required by the rules 
of the Commission and the principle that has guided it for more 
than a score of years. 

It is true that a decision by a district court is not considered 
controlling, outside of the boundaries of the district. But, in this 
instance, the case was taken to the Supreme Court of the United 


Commission Standing 
Pat on an Old 
Tariff Principle 
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States on an application for a writ of certiorari. The writ was 
denied, 282 U. S. 885. (See Traffic World, November 29, 1930, p. 
1344.) 

Refusal of the Supreme Court to review a decision leaves 
the law laid down therein as the law for the time being. If 
some district court should decide a case in a contrary way, the 
court of last resort might feel constrained to go into the matter 
so as to set that court straight. But nothing of the sort has 
happened. 

In the International Milling case the railroad company sued 
for the recovery of undercharges. It developed that the former 
rate had not been cancelled. Under the principle the Commis- 
sion is still following, the railroad had to sue for the collection 
of undercharges or run the risk of prosecution for giving a con- 
cession. The principle observed by the Commission is founded 
on court decisions. The question, therefore, now is viewed as 
one whether the Commission will take note of the fact that the 
principle of the former court decisions has been discarded—by 
an inferior court, it is true—and the discarding is buttressed by 
the refusal of the highest court to review the decision. 

The principle that a rate, once legally established, remains 
in effect until cancelled by means of a highly technical process 
of which the shipper has no practical means of knowing, is re- 
pugnant to the general idea of justice—namely, that the latest 
utterance in a statute, a will, or a contract, sets aside former 
utterances of a contrary nature. The court, in the International 
Milling case, pointed out that what the Monon had to do was a 
using of the law to entrap the shipper. It would not become a 
party to such a thing and the Supreme Court found nothing 
worth reviewing in what that inferior court had done. But, thus 
far, the Commission has ignored the decision and the refusal to 
review it. 





Readers of applications for and grants 
of sixth section permissions allowing the rail- 
roads to make short notice changes in rates 
are wondering if any use will be made in the 
fifteen per cent rate case of the fact that, 
within the year, thousands of reduction per- 
missions have been granted. The part of the staff of the Com- 
mission that handles such applications has been enlarged on 
account of the increase in the volume of business. Conversely, 
men of the staff dealing with protests against increases, at 
times, have had relatively small business. 

Informed men have made estimates that ninety per cent 
of the applications for permission to make rates on less than 
statutory notice are granted. They have also estimated that 80 
per cent of the applications in the last year have been for per- 
mission to make reductions. Rough calculations as to what has 
happened can be made from the figures showing the number of 
applications and the number of denials made month by month 
from July, 1930, to the end of June, 1931. The figures follow, the 
larger being the number of applications and the smaller the 
number of rejections: July, 544, 62; August, 594, 45; September, 
618, 45; October, 638, 69; November, 505, 29; December, 635, 44; 
January, 578, 64; February, 492, 57; March, 606, 64; April, 680, 
61; May 747, 50; and June, 795, 82. 

Truck and water competition, particularly the former, con- 
stitute the grounds on which the applications have been founded. 
The Commission, it is generally believed, has been liberal, not 
only in grants of permission to make reductions, but also in the 
construction of its own rules relating to the issuance of permits 
to make the changes on less than thirty days. 

It is recognized among those who have discussed the matter 
that there is some hope among the railroad executives that, if 
the Commission allows a fifteen per cent increase in rail rates, 
trucking companies will: take advantage of that fact to put their 
own charges on a more nearly compensatory basis, the railroad 
idea being that an increasing number of truck owners are com- 
ing to the conclusion that they, too, could use more money with- 
out wasting any of it. 


Thousands of 
Reductions to 
Be Ghosts? 





; A short time ago newspaper reports 
Freight Trains to from Boston said that the New Haven and 
Beat the Mails the Boston and Maine had made arrange- 

ments for freight service between New 
York, N Y., and Portland, Me., that would cause merchandise to 
move faster than mail. The speed of the train was reported as 
31 miles an hour, the run being made in 12.5 hours. 

A thought in connection with such service is that those 
offering it should avail themselves of the drop of ink that makes 
millions think. Reports of that sort have trickled out at various 
times, one having it that merchandise delivered to the New York 
freight house not later than 4 o’clock of an afternoon was 
assured of delivery in Washington in time for a merchant to 
have the goods on his shelf before noon the next day. 

If the reports are in accordance with the facts, the rail- 
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roads have not been good merchants. They may have had the 
“goods” ready for delivery, but they have not, so far as known, 
placed the fact before the eyes of prospective buyers in an 
authoritative way. They have hidden their light under a bushel. 
Perhaps they have told the shippers they think would be in- 
terested. But the shippers known to be interested, it might be 
suggested, could not possibly cover the whole field. New busi- 
ness is recognized by every growing concern and every concern 
desirous of growth as being just about as important as the re- 
tention of business that has been annexed. 

An old lowland German, who years ago, was chairman of a 
committee in Cleveland, O., that was running an important 
enterprise, insisted always on having the last word at every 
meeting. If any one spoke after he thought he had said the last 
word, he reiterated his last word. It was “mog propaganda.” 
Advertise! to use the lowland language in common use west of 
the English channel. 


Those who believe the Commission 
did well when, in No. 17000, part 3, Hoch- 
Smith cotton, 174 I. C. C. 9, it extended 
the “reasonably compensatory rate” basis 
from fourth section to ordinary reduced 
rate cases, feel encouraged to believe that 
the regulating body has incorporated that principle in its code 
for constant use. They so feel because they regard the creation 
of I. and S. No. 3621, canned goods from Pacific coast to eastern 
destinations, as definite evidence on that point. In that case 
(see Traffic World, July 4, p. 22) protestants, in their requests 
for suspension, made much use of the language of the Commis- 
sion in the supplemental report in the Hoch-Smith cotton case 
in which it dealt with the proposals of the carriers to cut the 
Commission-made basis of rates on that commodity to gulf ports 
to enable them to meet truck competition. The Commission per- 
mitted the carriers to cut their rates provided they did not go 
below a reasonably compensatory basis, which it fixed at 65 
per cent of the rates it had theretofore allowed as reasonable 
maximum rates. 

In his protest in behalf of the American-Hawaiian Steam- 
ship Company and others, Frank Lyon made the point, among 
others, that, if this were a fourth section case, the proposed 90 
cent rate on 60,000 pounds and $1.05 on a 40,000 pound minimum 
could not be allowed to go into effect without examination to 
determine whether it would be reasonably compensatory. Mr. 
Lyon made the point that the 90 cent rate would not be 
reasonably compensatory under the criteria laid down by the 
Commission. Other protestants also went into the question of 
whether the rate was compensatory. Mr. Lyon, however, was 
not satisfied to oppose. He figured that a reasonably com- 
pensatory rate would be $1.16. That would be eleven cents 
higher than the present rate and 26 cents higher than the pro- 
posed 90 cent rate. The reasonably compensatory issue, he 
said, demanded a hearing before the proposed rates could be 
allowed to go into operation. Issuance of the suspension order 
means that there will be a hearing. A. B. BH. 


RAILROAD EARNINGS 


Class I railroads of the United States for the first five 
months of 1931 had a net railway operating income of $188,- 
387,587, which was at the annual rate of return of 2.10 per cent 
on their property investment, according to reports filed by the 
carriers with the Bureau of Railway Economics. In the first 
five months of 1930, their net railway operating income was 
$308,216,627, or 3.51 per cent on their property investment, 
according to the bureau, which adds: 


Compensatory 
Rate Rule 
Spreading Out 





Property investment is the value of road and equipment as shown 
by the books of the railways, including materials, supplies and cash. 
The net railway operating income is what is left after the payment 
of operating expense, taxes and equipment rentals, but before in- 
terest and other fixed charges are paid. 

This compilation as to earnings for the first five months of 1931 
is based on reports from 171 Class I railroads representing total of 
242,779 miles. 

Gross operating revenues for the first five months of 1931 totaled 
$1,817,627,035, compared with $2,247,304,488 for the same period in 
1930, or a decrease of 19.1 per cent. Operating expenses for the first 
five months of 1931 amounted to $1,436,628,824, compared with $1,739,- 
226,923 for the same period one year ago, or a decrease of 17.4 per 
cent. 

Class I railroads in the first five months of 1931 paid $137,246,366 
in taxes, compared with $149,194,861 for the same period in 1930, a 
decrease of eight per cent. For the month of May alone, the tax 
bill of the Class I railroads amounted to $27,965,471, a decrease of 
$3,048,910 under May the previous year. 

Forty- four Class I railroads operated at a loss in the first five 
months of 1931, of which fourteen were in the eastern, six in the 
southern and twenty-four in the western district. 

Class I railroads for the month of May alone had a net railway 
operating income of $41,263,621, which, for that month, was at the 
annual rate of return of 2.03 per cent on their property inevstment. 
In May, 1930, their net railway operating income was $69,322,585 or 
3.48 per cent. 
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Gross operating revenues for the month of May amounted to 
$369,020,101, compared with $463,263,581 in May, 1930, a decrease of 
20.3 per cent. Operating expenses in May totaled $288,067,333, com- 
pared with $351,942,282 in the same month in 1930, a decrease of 18.1 
per cent. 

Eastern District 

Class I railroads in the eastern district for the first five months 
in 1931 had a net railway operating income of $109,636,968, which 
was at the annual rate of return of 2.44 per cent on their property 
investment. For the same period in 1930, their net railway operating 
income was $181,526,429 or 4.15 per cent on their property investment. 
Gross operating revenues of the Class I railroads in the eastern district 
for the first five months in 1931 totaled $918,745,151, a decrease of 
19.5 per cent below the corresponding period the year before, while 
operating expenses totaled $717,921,919, a decrease of 16.9 per cent 
under the same period in 1930. 

Class I railroads in the eastern district for the 
had a net railway operating income of $24,152,920, 
$44,277,978 in May, 1930. 


month of May 
compared with 


Southern District 


Class I railroads in the southern district for the first five months 
of 1931 had a net railway operating income of $22,291,061, which 
was at the annual rate of return of 1.57 per cent on their property 
investment. For the same period in 1930, their net railway operating 
income amounted to $39,075,621, which was at the annual rate of 
return of 2.76 per cent. Gross operating revenues of the Class I 
railroads in the southern district for the first five months in 1931 
amounted to $238,652,535, a decrease of 18.5 per cent under the same 
period in 1930, while operating expenses totaled $192,146,646, a de- 
crease of 16.3 per cent. 

Class I railroads in the southern district for the month of May 
had a net railway operating income of $4,391,074, compared with 
$6,064,792 in May, 1930. 

Western District 


Class I railroads in the western district for the first five months 
in 1931 had a net railway operating income of $56,459,558, which 
was at the annual rate of return of 1.86 per cent on their property 
investment. For the same five months in 1930, the railroads in that 
district had a net railway operating income of $87,614,577, which 
was at the annual rate of return of 2.92 per cent on their property 
investment. Gross operating revenues of the Class I railroads in the 
western district for the five months period this year amounted to 
$660,229,349, a decrease of 18.9 per cent under the same period in 
1930, while operating expenses totaled $526,560,259, a decrease of 18.4 
per cent compared with the same period in 1930. 

For the month of May alone, the net railway operating income 
of the Class I railroads in the western district amounted to $12,719,- 


627. The net railway operating income of the same roads in May, 
1930, totaled $18,979,815. 
Class | Railroads, United States, Month of May 

1931 1930 
Tetal GOPEFALINGE TOVONUCE. «06 <6 cc ccsiss.cie'ec $ 369,020,101 $ 463,263,581 
"TOtAl GHCTALINE CGEUPCNSGCE... 2c eccisvcsccecs 288,067,333 351,942,282 
UNE 95 eloas Sk snk i Sieh) 8 welds Sept ad a iio ok 5 oe |W wide 27,965,471 31,014, 381 
Net railway operating income.............. 11,263,621 69,322'585 
Operating ratio—per cent.................. 78.06 75.97 
Rate of return on property investment.... 2.03% 3.48% 

f Five Months Ended May 31 

1931 1930 
Total Operating TEVENUES.......0..0cccccseewes $1,817, 627,035  $2,247,304,488 
TOtal GHSTATINE GEPCNSOB......60ccsccss senses 1,436,628,824 1,739,226,923 
PE aide eR O86- 6 aralere OVO MAES 6 badd Ee. welsele~ 137,246,366 149,194, 861 
Net railway operating income............. 188,387,587 308, 216,627 
Operating TALIO—Per CONT... 6icccscccccccce 79.04 ree 39 
Rate of return on property investment.... 2.10% 351% 





EXPERIMENTAL BAG RATES 


In an effort to regain traffic lost to the trucks last year, 
the railroads serving Portland, Ore., and Seattle and Tacoma, 
Wash., have made big reductions in the rates on bags and 
bagging from those ports to the potato and grain shipping points 
in Oregon, Washington and Idaho, limited, however, to expire 
December 31. The Commission has given S. J. Henry, their 
tariff publishing agent, sixth section permission to make them 
operative on five days’ notice. Mr. Henry also has authority 
from the state commissions involved to establish the rates, 
intrastate, on one day’s notice. He told the Commission that 
it was his intention to make the state and interstate rates 
effective on the same day. The tariffs show the old rates as 
being restored on January 1, 1931. 


Mr. Henry said that last year the trucks carried practically 
all the bags and bagging needed by the shippers of grain and 
potatoes from the ports to the interior shipping points. The 
bags and bagging, burlap, gunny and jute, come to the ports by 
boat. The new rates are to apply on a carload minimum of 
40,000 pounds. Examples of the present and the new rates are 


From Seattle, 


From Portland, Ore. Tacoma, Wash. 


To Present New Present New 
POMGIOLON, DOC, oh .ni66 cassia csecsed 51 40 5614 40 
Spokane, Wash., group......... 70 421% 70 421% 
Lewiston and Coeur d'Alene, 

Re eee re 70 45 70 45 
Wenatchee, Wash. .....020006ed9 45 + 45 
oe ee noe ca 6314 45 
Pe are ree 81% 5614 ae 45 
eS er eer 63% 40 = 40 
Davenport, Wash. ......scccces 6316 45 6314 45 
SS ee 56% 45 Bie ds 
DHOEL, “WORE, scccccseqctvvens 63% 45 
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Decisions of Interstate Commerce Commission 





DEFECTIVE STEEL MATERIALS 


The Commission, by division 3, in No. 21733, All Steel-Equip 
Co. et al. vs. A. C. & Y. et al.; No. 23498, A. L. Bear, doing busi- 
ness as Bear Steel and Wire Co. et al. vs. B. & O. et al.; No. 
23563, Caine Steel Co. et al. vs. B. & O. et al.; and No. 23301, 
Lansing Stamping Co. vs. C. & O. et al., has found inapplicable 
as to certain of the articles the rates charged on defective iron 
and steel materials, carloads, from origin points in official 
territory to destinations in that and contiguous territory. It 
has found the applicable rates unreasonable in some instances 
but not in others, prescribed new ones effective not later than 
October 5 and awarded reparation. The defective materials in 
question are used in the manufacture of washers and other 
small stampings. The cases are akin to Wrought Washer Mfg. 
Co. vs. P. M., 136 I. C. C. 703. In that case the Commission 
found the rates unreasonable on certain kind of the defective 
iron and steel articles. 

In these cases the Commission found that shipments of 
waster plates and waster sheets, known to the trade as such, 
of the sorts provided for in C. & O., I. C. C. No. 10308, and 
c.c. C. & St. L., I. C. C. No. 8357, and on mill warmers, when 
shipped in the manner provided therein and in the effective 
period of those tariff provisions, from points of origin on the 
Cc. & O. and the Big Four to the destinations covered by the 
complaints were overcharged to the extent that the charges col- 
lected exceeded those which would have accrued under the 
rates provided by those tariffs. 

The Commission further found that the rates on mill 
warmers, other than as covered by the before mentioned finding, 
and on crop ends, known to the trade as such, of iron and steel 
sheets, plates, skelp, strip iron and steel, and band iron and 
steel, with or without fish tails, all of miscellaneous unassorted 
lengths, widths, and gauges, and which could not be damaged 
by breaking, bending, scratching, or exposure to the weather, 
in so far as those articles were covered by the complaints and 
on interstate movements from and to the points shown in an 
appendix (points in Ohio, Pennsylvania, West Virginia, Ken- 
tucky, New York, Illinois, Indiana and Michigan) as to past ship- 
ments loaded loose at random in open top cars without bracing, 
blocking, or covering, or in box cars when furnished for carriers’ 
convenience, were, and when loaded loose at random in open 
top cars in like manner, are and for the future will be unreason- 
able to the extent they exceeded or may exceed the rates in 
effect on steel billets, and subject to the minimum weights 
applicable under the steel billet rates. The Commission said 
that the bracing and blocking mentioned in these findings did 
not include pieces of wood or other material placed on the floors 
of the cars to facilitate loading or unloading by means of rope 
or cable. Reparation was awarded to those who paid and bore 
the charges. 

Commissioner McManamy, dissenting in part, said he dis- 
agreed with that part of the findings which denied reparation to 
all except those who had shown that they both paid and bore 
the charges. He said there was nothing in this record which 
warranted a departure from the principle laid down in the Mis- 
souri Portland Cement Co. vs. Director General, 88 I. C. C. 492, 
and which had been followed, he said, without exception in sub- 
sequent cases. 


IRON AND STEEL FROM THE SOUTH 


Eighth class rates on iron and steel from the south to 
Official Classification territory, proposed by the carriers in I. 
and S. No. 3380, iron and steel articels from points in the south 
to trunk line and New England territories, have been condemned 
by the Commission, division 2, as not having been justified. 
Official scale rates, offered as a substitute for the proposed 
eighth class rates, did not draw an expression of opinion from 
the Commission. 

Southern manufacturers supported the proposed substitute. 
Northern lines objected to consideration of the substitute, claim- 
ing that they had been taken by surprise when the southern 
lines offered it. That did not, however, cause the Commission 
to rule it out. Commissioner Porter, who wrote the report, said 
the evidence did not support the statement of the northern 
lines. A southern lamp post manufacturer did object to the 
substitute, but the report pointed out that the question of rates 
on lamp posts was under consideration in two formal docket 
cases. Disposition of that question was left to those cases. 


Commissioner Porter, however, pointed out that the sub- 
stitute was proposed without notice either to Virginia cities, 
which have been objecting to the present basis, or the northern 
manufacturers. Neither group, he said, was represented at the 
hearing. The Commission, he said, was loath to approve any 
competitive basis of rates on a record which, to a material 
extent, Was ex parte. 

The present rates, according to the report, were the result 
of market competition. That fact, in itself, the report said, was 
no proof that such rates might be lawfully increased, and more 
particularly by abrupt increases such as here proposed, “which 
would do serious violence to a legitimate business long fostered 
by respondents.” 

Commissioner Porter said that the proposed revision, 
sharply upward, was a delayed portion of a general revision 
of commodity rates in the south and between the south and 
Official Classification territory, the parts of that territory in- 
volved being trunk line, New England and the Buffalo-Pitts- 
burgh district, undertaken to bring the rates into conformity 
with the fourth section. The specific proposal was to cancel 
the so-called “special iron” list, comprising, among other things, 
rough iron castings, pipe fittings, steel bars, hoop steel, nails 
and wire, but not cast iron pipe, blooms, billets, pig iron, rails 
and track materials, leaving the class rates to apply. The 
class rates, 30 per cent of the first class, in percentage, would 
resemble the class rates in other parts of the country, but, on 
account of the higher level of class rates in the south would be 
materially higher than the. rates on iron and steel in the north- 
ern territory, hence the proposal to make from the south rates 
on the basis of iron and steel rates in the northern markets 
to which the southern manufacturers have been shipping be- 
cause their own market will not absorb their product. In dis- 
posing of the case Mr. Porter said: 


It is desirable to point out, in response to the expressed desire of 
the southeren manufacturers that we prescribe the substitute basis, 
that it is not the province of the commission to prescribe rates so 
as to enable shippers to overcome natural disadvantages of location, 
Elias & Bro. vs. P. R. R. Co., 139 I. C. C. 103, but carriers can do 
some things in lawful competition which we could not require them to 
do, or charge them with undue prejudice for not doing. Sioux City 
Terminal Elevator Co. vs. C. M. & St. P. Ry. Co., 27 I. C. C. 4657, 
463. They are free to ignore differences in transportation conditions 
so long as they do not unduly prefer one locality over another or 
maintain rates so low as to burden other traffic, but an order from 
us requiring them to ignore such differences is a different thing. 
Galveston Commercial Assn. ys. A. & S. Ry. Co., 109 I. C. C. 114, 121, 
125. It is the common practice of carriers to establish less than 
reasonable maximum rates when they desire to place manufacturers 
in a position to distribute in distant markets in competition with 
manufacturers more favorably situated, and the propriety of such 
action, within reasonable limits, has been repeatedly upheld by us. 
American Distilling Co. vs. A. C. ., =, Ch. 20% Cc. GG 
page 638. Whether such reasonable limits would permit respond- 
ents to establish the substitute basis we are not here called upon 
to determine, and we express no opinion with respect thereto. 


SWITCHING AT MOBILE DOCKS 


With five commissioners dissenting, the Commission, in 
No. 21341, State Docks Commission et al. vs. L. & N. et al., 
has affirmed its previous findings, 167 I. C. C. 112, that the 
rates, charges, rules and regulations pertaining to the switch- 
ing of noncompetitive traffic to and from the Alabama state 
docks at Mobile, Ala., are not unreasonable or otherwise unlaw- 
ful. The original report, resulting in dismissal of the com- 
plaint, was made by division 3. 

In substance the findings are that the railroads for the 
preservation of their own interests may absorb the switching 
charges on competitive traffic and refuse to absorb them on 
non-competitive traffic. The practice of the L. & N., Southern 
and Mobile & Ohio is to absorb the switching charge on traffic 
that could be hauled from the point of origin to final destina- 
tion by another carrier without a switching charge and collect 
that charge on traffic that could not be so hauled. They have 
docks of their own to which they take traffic that could be 
hauled by another carrier for the line-haul rate without addi- 
tion of a switching charge. On such competitive traffic they 
absorb the switching charge, which, in the case of the state 
docks terminal railroad, is $3.60 a car. The charge of three 
trunk lines mentioned is $2.25 a car. Commissioner Porter 
wrote the report. The dissenters were Commissioner Eastman 
who wrote a separate view, Commissioner McManamy who joined 
with Mr. Eastman, Commissioners Lewis, Lee and Mahaffie 
who noted their dissent without expressing their views. 

Complainants took the position, said Mr. Porter, that no 
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addition should be made to the line-haul rate on traffic to and 
from the state docks, and that the defendants should absorb the 
switching charge of the docks terminal railway on all traffic, 
noncompetitive as well as competitive. Mr. Porter said that 
the contentions for and against that position and the Commis- 
sion’s reasons for not subscribing to the contention in behalf of 
the state docks were set forth in the original report. Therefore 
he said this report would be confined to a brief discussion of 
several of the points dwelt upon by counsel for the complainants 
at the reargument. 

“The far-reaching effect of complainants’ contention in this 
respect is readily apparent,” said Mr. Porter. “If the addition 
of the terminal’s switching charge to the line-haul rates on 
this traffic is unlawful from that fact alone, then it must follow 
that no switching charge may be added to any line-haul rate 
anywhere in the country. 

“Almost from the inception of railroad transportation in 
this country it has been the general custom, frequently approved 
by us, for the shipper to pay a switching charge in addition to 
a reasonable line-haul rate on noncompetitive traffic received or 
delivered by a carrier which does not participate in the line- 
haul movement (Globe Grain & Milling Co. vs. A. T. & S. F., 
173 I. C. C. 193) and this custom prevails at all points and ports 
served by defendants. This record does not warrant us in 
withdrawing that approval.” 

Complainants also contended, said Mr. Porter, that the serv- 
ice of the terminal on state docks traffic should be considered 
in lieu of the services of the defendants from the break-up yards 
to their own docks on traffic delivered by a line-haul carrier, and 
that to add a switching charge on the one and not on the other, 
was unjustly discriminatory. 

“If this contention of complainants were sustained it would 
require line-haul carriers everywhere,” said Mr. Porter, “to 
absorb the switching charge of terminal carriers other than 
those participating in the line-haul, no matter in what amount 
or of how many such carriers. We can find no unjust dis- 
crimination or undue prejudice where a terminal carrier is 
treated exactly as are other competing terminal carriers in the 
absorption or nonabsorption of switching charges on a like kind 
of traffic.” 

Great emphasis, said Commissioner Porter, was laid by the 
complainants upon an alleged violation of the long-and-short 
haul part of the fourth section, the complainants taking up 
Lautz Marble Corporation vs. Erie, 136 I. C. C. 183; Associated 
Oil Co. vs. A. T. & S. F., 172 I. C. C. 660. and Globe Grain Mill- 
ing case, supra, to make their point. Mr. Porter said that to 
hold with the complainants would require the elimination of all 
switching charges in addition to line-haul rates, or their ab- 
sorption, or require the zoning of deliveries in each switching 
district and the charging of progressively higher rates for deliv- 
eries entailing the longer main-line hauls. 

Commissioner Eastman, in his dissent, said that Alabama, 
at great expense, at Mobile had built modern and excellently 
equipped public docks and a railroad terminal all for the pur- 
pose of developing the business of that port. In part, he said: 


Success in that endeavor would be to the advantage of the car- 
riers serving Mobile as well as to the advantage of the community 
and the state. Yet carrier policy makes it impossible to use these 
new public facilities, in the case of certain traffic, except at a sacri- 
fice. That this policy is short-sighted and ill-advised is patent. 
The question we have to answer, however, is whether it is in any 
respect unlawful. 

The majority find that it is not unlawful. There are precedents 
which support this conclusion, and also some which do not support 
it. Probably there are more of the former than of the latter. In 
my judgment, however, the supporting precedents ought not to be 
controlling because they are based upon a conception of the public 
duty of railroads which is fast being superseded, and properly so, by 
one that is broader. The narrower conception emphasizes the indi- 
viduality of each railroad and its assumed right to conserve its own 
special interests, even in ways which subject the public to incon- 
venience and disadvantage. The broader view emphasizes, not the 
individual railroads, but the transportation service as a whole, and 
the duty of the railroads to furnish to the community the best and 
most convenient service which they are able to furnish, whether sev- 
erally or jointly. 

The theory of the carriers here is that because they have docks 
and terminals of their own at Mobile, each carrier is entitled to 
protect the use of its particular facilities by compelling the shipper 
to pay a switching charge in addition to the line-haul rate if he 
wishes to use other docks and terminals, including those owned by 
the state. They seem to regard this, indeed, as axiomatic. My own 
belief is that no such additional charge can be justified except upon 
proof of commensurate additional service. Mere carrier self-interest 
is no justification whatsoever. 


TENNESSEE ROUGH ROLLED GLASS 

In a report written by Commissioner Porter, the Commis- 
sion, by division 2, in No. 23044, Blue Ridge Glass Corporation 
vs. Akron & Barberton Belt et al., has found unreasonable, for 
the future, the rates on rough rolled glass from Kingsport, 
Tenn., to destinations in Illinois, Indiana, Michigan and Ohio; 
in Pennsylvania on and west of a line drawn from Buffalo, 
N. Y., to Pittsburgh, Pa.; and to Milwaukee and Madison, Wis. 
The rates to Minneapolis and St. Paul, Minn., were also assailed, 
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but they were found not unreasonable either in the past or for 
the future. The rates to the other destinations were found 
not unreasonable in the past. 

The rates found unreasonable for the future are to be 
brought down to 32.5 per cent of the first class rates prescribed 
in the southern revision. New rates are to be established not 
later than September 21. Commissioner Porter said that as the 
basis of the rates assailed had been in effect for a long time 
without complaint to the Commission and as the percentage 
relationships which the rates on rough rolled glass, herein con- 
demned as unreasonable, bore to the first class rates, except 
to Madison, ranged from 32.6 to 37.2 per cent of the first class 
rates, the Commission was of opinion that the rates were not 
unreasonable in the past. Any undue prejudice, the report said, 
which might exist as to the rates on rough rolled glass found 
unreasonable would be removed following the establishment of 
the rates prescribed in the eastern class rate revision. 

Rates on polished wire and plate glass were also assailed. 
They were found not unreasonable either in the past or for the 
future. 


COMMISSION REPORTS 


Lumber 


No. 23344, Henry G. Brabston et al. vs. L. & N. et al. By 
division 3. Rates, lumber, points in Alabama, Florida, Georgia, 
Mississippi and South Carolina to destinations in Kentucky, 
Tennessee, the Virginias, Pennsylvania, Ohio, New York, IIli- 
nois and Ontario, Canada, not shown to have been unreasonable 
Some shipments found to have been overcharged or misrouted. 
The large question was as to the applicability of Rule 5 (b) of 
Tariff Circular No. 20 in the making of combination rates. An- 
other was as to the applicable rate in instances where routing 
instructions were not followed or the routing instructions were 
incomplete. Reparation awarded to Watters-Tonge Lumber Co., 
Henry G. Brabston & Co., E. J. Bradley Lumber Co., J. R. 
Thames & Co., and Parker Lumber Co. Chairman Brainerd 
concurred in the findings except to where Rule 5 (b) was used 
to determine the rate. 


Laundry Tub Covers, Etc. 


No. 23491, Vitreous Steel Products Co. vs. B. & O. et al. 
and two sub-numbers, Same vs. Same, and Same vs. N. Y. C. 
et al. By division 4. Rates, enameled steel laundry tub covers, 
enameled steel table tops, in straight or mixed carloads, or in 
mixed carloads with other articles taking fifth class rates, 
Cleveland, O., and Nappanee, Ind., to Brooklyn, East New York 
and New York, N. Y., and Jersey City and Newark, N. J., unrea- 
sonable to the extent they exceeded 53 cents from Nappanee and 
40 cents from Cleveland. Reparation awarded. 


Fresh Vegetables 


No. 23572, W. W. Benjamin Co. vs. Pennsylvania et al. By 
division 38. Dismissed. Rates charged, fresh vegetables, in 
packages, in straight and mixed carloads, Port Norfolk, Va., to 
Boston, Mass., applicable in certain instances and inapplicable 
in others. Found that applicable charges could not be deter- 
mined as weights could not be ascertained and some shipments 
not shown to have been misrouted. Commissioner McManamy, 
dissenting, said he thought that the charges should have been 
based upon the fourth class rate of 55 cents and the minimum 
weight of 20,000 pounds shown in the tariff. 


Millet Seed 


No. 24012, P. L. Zimmerman Co. vs. M. P. et al. By division 
2. Rates, millet seed, carloads, Galatea and Brandon, Colo., to 
St. Louis, Mo., there stored in transit and later reshipped in 
sacks to Chicago, IIll., unreasonable to the extent they exceeded 
112 per cent of the contemporaneous rates on wheat. Repara- 
tion awarded. 

Fresh Peaches 

No. 22829, Topeka Chamber of Commerce et al. vs. A. T. & 
S. F. et al. By division 3. Rates, fresh peaches, producing 
points in Illinois to Topeka, Kan., unreasonable but not other- 
wise unlawful to the extent they exceeded or may exceed rates 
made 50 per cent of the present first class rates from and to 
the same points. New rates to be effective not later than 
September 28. Reparation awarded. 


Cement Divisions 

No. 23294, Texas & Pacific vs. A. T. & S. F. et al. By 
division 3. Dismissed. Evidence held insufficient to support an 
order determining and prescribing divisions on cement from 
Harry’s and Eagle Ford, Tex., to destinations on the lines of 
the A. T. & S. F. and the G. C. & S. F. in Oklahoma via Fort 
Worth, Tex., alleged to be unjust, unreasonable, inequitable and 
unduly prejudicial. 

Pipe Organs 


No. 23005, Robert Morton Organ Co. vs. A. G. S. et al. By 
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division 5. Rates pipe organs, carloads, Van Nuys, Calif., to 
transcontinental groups A to J, inclusive, unduly prejudicial to 
complainant and unduly preferential of its competitors in the 
groups mentioned to the extent they exceed or may exceed the 
contemporaneous rates from the groups mentioned to Van Nuys 
and other Pacific coast points taking the same rates. Undue 
prejudice to be removed not later than September 29. Repara- 
tion denied because complainant had not shown damage. 
Peaches 


No. 19850, Meridian Traffic Bureau vs. Columbus & Green- 
ville et al. By division 3. Original report, 147 I. C. C. 300, 
modified, and order entered in connection therewith vacated 
and set aside in so far as they require the maintenance of rates, 
peaches, carloads and less-than-carloads, New Orleans, La., and 
Mobile, Ala., to Meridian, Miss., to be related to the rates on like 
traffic to Hattiesburg, Miss. 


Granite on Private Railroad 


No. 23008, Winnsboro Granite Corporation vs. Southern. By 
division 2. Dismissed. Defendant’s refusal to perform trans- 
portation services in connection with interstate shipments over 
complainant’s private railroad extending from Anderson Quarry, 
S. C., to a connection with defendant’s line at Rockton, S. C., or 
to pay an allowance for the performance of such services, not 
unreasonable or unduly prejudicial. Commission held complain- 
ant’s railroad to be a plant facility. 


Linseed Oil 


No. 23065, United Sash & Door Co. vs. A. T. & S. F. et al. 
By division 4. Rates, linseed oil, carloads, Wichita, Kan., to 
Ardmore and Enid, Okla., and Amarillo, Tex., unreasonable to 
the extent they exceeded or may exceed rates constructed on 
the basis of the scale of maximum rates on vegetable oils ap- 
pearing in appendix 7 in Oklahoma Corporation Commission vs. 
A. & S., 98 I. C. C. 1838. New rates-.to be effective not later 
than October 5. Reparation awarded. 


Unfinished Cotton Fabrics 


No. 23280, Kendall Co. vs. A. C. L. et al. By division 4. 
Rates, unfinished cotton fabrics, in the original piece, over all- 
rail and rail-ocean-and-rail routes, Edgefield, Camden and New- 
berry, S. C., and Thrift, N. C., to Slatersville, R. I., and Walpole, 
Mass., unduly prejudicial to the extent they may exceed rates 
on like traffic from Bath, Graniteville and Columbia, S. C. Undue 
prejudice to be removed not later than October 5. 


Print Cloth 


No. 23396, Western Shade Cloth Co. vs. C. N. & L. et al. 
By division 2. Dismissed. Rate, print cloth, any quantity, 
Goldville, S. C., to Chicago, Ill. not unreasonable or unduly 
prejudicial. 
Tires and Tubes 


No. 23433, Fisk Rubber Co. et al. vs. B. & M. et al., and 
No. 23742, Same vs. B. & O. et al. By division 2. Dismissed. 
Failure of defendants to accord a so-called two-for-one rule to 
shipments, automobile tires and tubes, Chicopee Falls, Mass., to 
transcontinental destinations, while applying such a rule to 
shipments from groups D, E, F, G, H, and J, not unduly pre- 
judicial or unjustly discriminatory. 


Pulverized Coal 


No. 23507, H. B. Smith Co. vs. N. Y. N. H. & H. By divi- 
sion 3. Carload rate, ground or pulverized bituminous coal, in 
burlap bags, Irwin and Herminie, Pa., to Westfield, Mass., un- 
reasonable to the extent it exceeded 70 per cent of the con- 
temporaneous sixth class rate, minimum 50,000 pounds. Repara- 
tion awarded. 


Absorption and Lubricating Oil 


No. 23552, Sinclair Oil & Gas Co. vs. A. T. & S. F. et al. 
By division 2. Dismissed. Rate, petroleum absorption oil and 
petroleum lubricating oil, Coffeyville, Kan., to Covington, Okla., 
not unreasonable. 
Mine Pit Cars 


No. 23581, Pittsburg Boiler & Machine Co. vs. K. C. S. et al. 
By division 3. Dismissed. Rate, carload, mine pit cars, Pitts- 
burg, Kan., to Tahona, Okla., inapplicable. Applicable rate, 
71.5 cents, unreasonable to the extent it exceeded 64.5 cents, the 
amount paid. Waiver of undercharges authorized. 


Water and Ale 


No. 22911, Capon Water Co. vs. B. & O. et al. By division 2. 
Rates, mineral water and ginger ale, carloads, Capon Springs, 
W. Va., to Philadelphia, Pa., and on old bottles, carloads, Phila- 
delphia to Capon Springs, unreasonable but not unduly preju- 
dicial to the extent they exceeded 36 cents. Reparation awarded. 
Railroads, the report said, would be expected to cancel the 
commodity rates now in effect in the event that they exceeded 
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the class rates prescribed in the eastern revision when the latter 
were established. 
Blowers, Motors, Etc. 


No. 22879, Texas-Louisiana Power Co. et al. vs. A. T. & S. F. 
et al. By division 3. Upon reconsideration, findings in former 
report, 169 I. C. C. 653, that the rates, interstate, blowers, 
motors, controllers, and contractor’s outfits, carloads, points in 
Louisiana, New Mexico, Oklahoma and Texas, to destinations 
in New Mexico and Texas, were unreasonable, modified so as 
to find they were unreasonable to the extent that they exceeded 
the rates on the respective classes to which those articles belong 
for corresponding distances prescribed and applied in the man- 
ner indicated in the Memphis-Southwestern case, 55 I. C. C. 515, 
subject to the general percentage increases of 1918 and 1920 
and a reduction of 1922 plus the class differentials provided in 
Consolidated Southwestern Cases, 123 I. C. C. 203, for that part 
of the movement in Texas differential territory, the scale pre- 
scribed in the Memphis-Southwestern case to be extended beyond 
600 miles at the same rate or progression used from 400 to 600 
miles. Reparation awarded. 


Steel Helmets 


No. 23605, Sternheimer Brothers vs. M. P. et al. By division 
2. Dismissed. Rate, steel helmets, less-than-carloads, St. Joseph, 
Mo., to Richmond, Va., applicable and not unreasonable. 


Aluminum Cable Joints, Etc. 


No. 23962, Southwestern Light & Power Co. vs. N. Y. C. 
et al. By division 2. Dismissed. Rates, mixed carload, alumi- 
num cable joints, aluminum wire, and aluminum cable, Mas- 
sena, N. Y., to Custer City, Okla., applicable and not unreason- 
able. 

Cedar Posts 

No. 23984, G. R. Eastman vs. N. P. By division 2. Dis- 
missed. Charges, carload, cedar posts, Olequa, Wash., to Regan, 
N, D., applicable. 

Scrap Copper 

No. 23624, Federated Metals Corporation vs. M. P. et al. 
By division 2. Dismissed. Rate, scrap copper, carloads, St. 
Louis, Mo., to Minnequa and Denver, Colo., not unreasonable. 


Refined Petroleum 


No. 23706, Standard Oil Co. (Kentucky) vs. A. G. S. et al., 
and No. 23821, Pan American Petroleum Corporation vs. Same. 
By division 3. Dismissed. Rates, refined petroleum products, 
North Baton Rouge, La., to Ashland and Tuskegee, Ala., and 
Jacksonville, Fla., Port Wentworth, Ga., Destrehan and Superior, 
La., and other points taking the same rates, to Tuskegee, not 
unreasonable in the past but unreasonable for the future to the 
extent they may exceed those prescribed in Petroleum and Its 
Products, 171 I. C. C. 286. No order for the future necessary 
inasmuch as there is an order for the future in the case men- 
tioned. Chairman Brainerd, concurring in part, expressed the 
opinion that the rates assailed, at least from Superior and Des- 
trehan to Tuskegee, should have been found unreasonable in 
the past and reparation awarded. 


Petroleum Products 


No. 23749, Flandreau Service Station, Inc., vs. A. T. & S. 
F. et al. By division 3. Reparation awarded on shipments of 
petroleum products, made prior to June 4, 1930, points in Kan- 
sas, Missouri, Arkansas, Oklahoma, and Texas to Flandreau, S. 
D., to the basis prescribed in Legel Oil & Gas Co. vs. C. & N. 
W.,:161 I. C. C. 599. 
Glass Bottles 


No. 23517, Maryland Glass Corporation et al. vs. B. & O. 
et al. By division 5. Dismissed. Rate, glass bottles, Baltimore, 
Md., to Brooklyn and New York, N. Y., not unreasonable. 

Vitrified Clay Sewer Pipe 

No. 23492, Blackmer & Post Pipe Co. et al. vs. Missouri 
Pacific et al. By division 4. Dismissed. Rates, vitrified clay 
sewer pipe, St. Louis, Mo., and Cannelton, Ind., to Raleigh, N. C., 
not unreasonable or unduly prejudicial. Insufficient evidence 
to warrant an award of reparation on account of any undue 
prejudice that may have existed. 


Road Machinery 


No. 23289, E. F. Craven Co. et al. vs. Alton & Eastern et al. 
By division 4. Applicable rates ascertained on grading and 
road-making machinery and machines, points in Illinois, Indiana, 
Iowa, Minnesota, Ohio and Wisconsin to Greensboro, Salisbury 
and Spencer, N. C., and overcharges found to exist. Reparation 
awarded on such overcharges. Applicable rates not unreason- 
able or otherwise unlawful. Complainants were dealers in such 
machines and machinery at the destinations mentioned. They 
asked for reasonable rates and reparation. 


UNCONTESTED FINANCE CASES 


Supplemental report and order in F. D. No. 8808, authorizing the 
Kentucky & Indiana Terminal Railroad Company to issue not ex- 
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cent gold bonds, to be 


ceeding $500,000 of first-mortgage 4% per 
short-term notes, 


pledged and repledged as collateral security for 
approved. aa 

Supplemental report and order in F. D. No. 7325, eye! the 
Chicago, Indianapolis and Louisville Railway Company to issue $467,- 
000 of first and general mortgage 6 per cent gold bonds, series B, to 
be pledged and repledged as collateral security for short-term notes, 
previous report 150 I. C. C. 380, approved. 

Report and certificate in F. D. No. 8776, authorizing the Fort 
Worth & Denver Northern Railway Company to construct two branch 
lines of railroad in Gray County, Tex., approved. : 

Report and certificate in F. D. No. 8807, authorizing the Mis- 
sissippi Eastern Railway Company to abandon a portion of its ,line 
of railroad in Clarke county, Miss., approved. . 

Report and certificate in F. D. No. 8825, authorizing the Burling- 
ton-Rock Island Railroad Company to operate under trackage rights 
over railroad and terminal facilities in Galveston county, Texas, ap- 

roved. 

4 Report and certificate in F. D. No. 8831, authorizing the Big Sandy 
& Cumberland Railroad Company and the Norfolk & Western Rail- 
way Company to construct a cut-off line of railroad in Pike county, 
Ky., and Mingo county, W. Va., approved. ie 

Report and certificates in F. D. Nos. 8857 and 8858 (1) authorizing 
the Stanley Works to abandon, as to interstate and foreign commerce, 
operation of its entire line of railroad known as the Seaview Avenue 
Industrial Railway of the Stanley Works, in the city of Bridgeport, 
Fairfield County, Conn.; and (2) authorizing the New York, New 
Haven & Hartford R. R. Co. to operate under trackage rights over 
the aforesaid line of railroad, approved. . 

Report and certificate in F. D. No. 8829, authorizing the Minne- 
apolis, St. Paul & Sault Ste. Marie Railway Company to abandon a 
branch line of railroad in Langlade county, Wis., approved. 

Report and certificate in F. D. No. 8838, authorizing the Chicago, 
Rock Island & Pacific Railway Company to abandon a branch line of 
railroad in Grade county, Okla., approved. —_ 

Report and certificate in F. D. No. 8868, authorizing the acquisi- 
tion by the New England Telephone & Telegraph Company of control 
of the Central Telephone Company, by purchase of capital stock, 
approved. 


FINANCE APPLICATIONS 


Finance No. 8641. Supplemental application of Pittsburgh & West 
Virginia Railway Co. for authority to issue from time to time not 
exceeding $2,200,000 of promissory notes, interest not to exceed 4% 
per cent, in renewal of collateral notes and to renew or extend the 
renewal notes from time to time, the last renewal to mature not 
later than July 30, 1933. 

Finance No. 8898. Tennessee Central Railway Co. asks authority 
to issue and pledge for short term loans $400,000 of first mortgage 
6 per cent gold bonds. 

Finance No. 8896. Gulf & West Texas Railway Co., subsidiary of 
Southern Pacific, asks authority to construct extension from a point 
of connection with the San Antonio & Aransas Pass at or near the 
crossing over the Guadalupe River to connection with the applicant’s 
authorized line at Fredericksburg, Tex., 28.6 miles. The applicant 
said it expected to acquire the line of the Fredericksburg & Northern 
from Fredericksburg Junction to Fredericksburg, but that it had 
been unable to purchase the property at a reasonable price. 

Finance No. 8890, Chicago & North Western Railway Co. asks 
authority to abandon its Beaver branch in Delta and Marquette 
counties, Mich., approximately 14.5 miles, extending from Beaver, 
westerly and northwesterly to a point in Marquette county. The 
line was constructed to serve timber holdings but these have become 
practically exhausted and there are no active industries of any kind 
located on or tributary to the line, according to the applicant. 

Finance No. 2443, New York, Lackawanna & Western Railway 
Co. and Delaware, Lackwanna & Western Railroad Co., in third 
supplemental application, ask authority for railroad company\ to re- 
duce the rate of interest on $13,639,000 of first and refunding mort- 
gage Series A bonds from 5 per cent to not less than 4 nor more 
than 4% per cent by substitute issue and to sell the bonds. The 
proceeds are to fhe used to retire temporary bank loans amounting 
to $7,400,000, to provide funds for payment of capital expenditures, 
June 1, 1931, to December 31, 1931, estimated to be about $1,000,000, 
and to provide funds to pay in part rentals and taxes to become due 
prior to December 31, 1931, amounting to $8,811,960.88. 

Finance No. 8895, Louisville & Nashville Railroad Co. asks au- 
thority to have issued and held in its treasury $8,881,000 of first and 
refunding mortgage 4% per cent bonds, largely in reimbursement of 
past expenditures. Applicant says it has plans for future develop- 
ment of its carrier property and extension of its ability to serve the 
public which will require large outlays of capital and necessitate the 
sale of bonds. It wishes to have the bonds ready in order to take 
advantake of a favorable market for securities. The bonds are to 
be held by the company subject to the further order of the Com- 
mission. 


N. Y¥. C. BRANCH ABANDONMENT 


In Finance No. 7431, New York Central Railroad Company 
abandonment, the Commission, by division 4, in a supplemental 
report, has authorized the carrier to abandon its Hinckley 
branch, extending from Prospect Junction to Hinckley, 2.84 
miles, in Oneida county, New York. Abandonment of operation 
had been authorized in 166 I. C. C. 373, but complete abandon- 
ment was not authorized pending arrangements being made for 
a movement of pulpwood. The movement has not materialized 
and the New York Central petitioned for authority to abandon 
the line completely. 


MISSOURI PACIFIC ACQUISITION 


The Commission, by division 4, in Finance No. 8482, Rio 
Grande & Eagle Pass Railway Co. control, has authorized the 
New Orleans, Texas & Mexico, a Missouri Pacific system unit, 
to acquire control of the Rio Grande & Eagle Pass Railway Co. 
by purchase of the stock of the latter for $337,500, the seller to 
take care of the obligations of that road, a short line extending 
from Laredo to Darwin, Tex., a distance of about 25 miles. 
Nothing in the report, the Commission said, was to be con- 
strued to authorize the applicant to acquire or operate the 
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physical properties of the Eagle Pass without its further au- 
thority. 

Acquisition of the stock, however, is to be subject to the 
condition that the applicant shall maintain existing through 
routes and joint rates applying to the movement of fruits and 
vegetables from points served by the Rio Grande & Eagle Pass 
and the Texas Mexican Railway Co. to destinations east of the 
Mississippi until otherwise ordered. That condition was at- 
tached with a view to keeping open routes over the Southern 
Pacific system in connection with the Texas Mexican, the lat- 
ter road contending, in its opposition to acquisition, that the 
Eagle Pass could sustain itself as an independent carrier. The 
Texas Mexican argued, on brief, that the Missouri Pacific was 
seeking a complete monopoly of the vegetable traffic south of 
San Antonio. The Southern Pacific contended that it would be 
most logical for the Texas Mexican to have the Eagle Pass. 
The Commission, in its consolidation plan, assigned the Eagle 
Pass to the Missouri Pacific system. The applicant contended 
nothing had been shown that would warrant the Commission 
requiring the condition imposed. It said that if any proposal 
were made to close routes the Commission could then deter- 
mine the question. 

Commissioners Eastman and Mahaffie, in separate views, 
debated the question of the power of the Commission to im- 
pose the condition. The former contended that the power 
existed, in case of an acquisition, notwithstanding the pro- 
hibition of section 15 (4) forbidding short hauling of railroads 
to carry out the policy of Congress to preserve competition. 
Instead of being a barrier to unifications, he said, the power to 
require routes to be kept open, tended to facilitate their ac- 
complishment by “abating what might otherwise be the harmful 
results of monopolistic greed.” 

Commissioner Mahaffie viewed the prescription of the condi- 
tion as a seeking of an expansion of the Commission’s authority 
over routes as shown in section 15 (4). He said the Commission 
should not seek to expand that authority by requiring a carrier 
to forego the exercise of a statutory right. He said the im- 
position of the condition would decrease the traffic the acquiring 
line might otherwise obtain, correspondingly decreasing the 
value of the short line property to the purchaser. 

“T see no reason,” said he, “why the owne1s of this or any 
other short line should be required to sacrifice part of the value 
of their property in this manner. For us to compel such sacrifice 
not only injures the owners of the property, but is detrimental 
to the public interest in that it tends to prevent the asborption 
of short lines into the larger systems.” 


NORTH PACIFIC ET AL. ACQUISITION 


With Commissioner Eastman noting a dissent, the Commis- 
sion, by division 4, in Finance No. 8484, Northern Pacific et al. 
acquisition, and Finance No. 8666, C. M. St. P. & P. acquisi- 
tion, has authorized the Northern Pacific, the Oregon-Washing- 
ton Railroad & Navigation Co., the Great Northern and the Chi- 
cago, Milwaukee, St. Paul & Pacific each to acquire an undivided 
fourth interest in a part of the main line of the Longview, Port- 
land & Northern in Lewis and Cowlitz counties, Wash., at a cost 
of $4,406,303, that being the cost of the line to be acquired, to 
the Longview, Portland & Northern, plus additions and better- 
ments since the time of its construction. The applicants esti- 
mated the line to be acquired to be about 24.5 miles long, but 
the report says that the length seems to be something less than 
23 miles. The acquiring lines are also authorized to operate 
the line. 

The record has been held open for sixty days to permit the 
Milwaukee to negotiate with the Northern Pacific for trackage 
rights between Chehalis and Vader Junction enabling it to reach 
the acquired line. Its application was to buy a fourth interest 
in the Longview, Portland & Northern or to build into the terri- 
tory served by it so as to get some of its tonnage. 

The acquiring lines are to give trackage rights to the Long- 
view, Portland & Northern over the alienated line between Vader 
Junction and Longview, for the hauling of logs and waste in the 
Long Bell Lumber Co. operations. The alienated line is owned 
by Longview, Portland & Northern, the stock of which is owned 
by the lumber company. The Commission’s report said that all 
the testimony was to the effect that the acquisition would be a 
benefit to the shippers, the applicants and the city of Longview, 
giving the latter the benefit of single-line rates over four trans- 
continental railroads. It is estimated that the acquired line will 
add $197,058 to the net operating income of the proprietary lines 
in 1932 and $296,610 in 1936, as a direct result of their operation 
of the Longview line. 


OPERATION OF WASHINGTON LINE 


An application of the Twin City Railroad for authority to 
operate in interstate commerce its line extending from Chehalis 
to Centralia, about 5 miles, with a branch from Coal Creek to 
(Continued on page 71) 
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Proposed Reports in I. C. C. Cases 





AUGUSTA-SAVANNAH LINE RATES 


Examiner W. R. Brennan, in No. 23950, Augusta-Savannah 
Line vs. A. G. S. et al., has recommended that the Commission 
find the failure of the defendant railroads to establish through 
routes and joint rates in connection with the complainant to 
be in violation of sections 6 and 15. He recommends that the 
railroads be required to establish joint rates and through routes, 

The complaining line consists of a river steamer called the 
Altamaha, owned by the city of Augusta, Ga. The boat, costing 
$35,000, has been in operation since 1926, on account of Augus- 
ta’s desire to rehabilitate river transportation. The boat has 
carried on an average 8,406.5 tons a year, mostly upstream, on 
the Savannah River, which is the scene of its operation. The 
complainant has warehouses and other facilities for handling 
traffic, the vast bulk of which is between Savannah and Augusta, 
at a rate of less than 25 cents a hundred pounds. The exam- 
iner said that a flat rate of 25 cents a hundred pounds was 
maintained from intermediate landings, but that practically no 
business was done except between the termini. The rail dis- 
tance between Augusta and Savannah is 128 miles and the dis- 
tance by river is 201 miles. The Charleston, S. C., Traffic Bu- 
reau intervened on behalf of the railroads. 

The complainant proposed rates and differentials based on 
the formula prescribed in Through Routes and Joint Rates, 153 
I. C. C. 129, for determining joint rates between barge lines 
and rail carriers. The complainant proposed a division of the 
points from and to which rates were to apply into six groups, 
five in the southeast and the sixth in the northeastern part of 
the country. Those groups, the examiner said, were determined 
by using the latest formula prescribed for application to barge 
lines in the case hereinbefore mentioned. 

The Charleston intervener asserted that Charleston and 
Savannah were in active competition and that the establishment 
of the proposed rates and routes via Savannah to Augusta would 
tend to divert business that would normally move through 
Charleston to Savannah. It further contended that the diversion 
of this traffic through the route via Savannah and to Augusta 
would injure the operating efficiency of the railroad. Charleston 
contended that the establishment of the proposed route meant 
merely a redistribution of existing traffic. 

The examiner said that the Commission should find that 
the defendants and their rail connections should be required to 
establish through routes in connection with the Augusta-Savan- 
nah line from and to all points served by them, except that (a) 
no river-rail or river-ocean route needed to be established where 
the short-line all-rail distance via the lines of the railroads from 
point of origin to destination through the port of interchange 
with the river line exceeded by more than 40 per cent the short- 
est rail distance between such origin and destination; (b) no 
rail-river-rail or rail-river-ocean route needed to be established 
where the shortest all-rail distance from point of origin to point 
of destination through the ports of interchange with the river 
line exceeded by more than 33% per cent the shortest all-rail 
distance between such origin and destination; (c) no river-rail 
route needed to be established where the shortest all-rail dis- 
tance between the inland point of origin (or destination, as the 
case may be) and the port of interchange exceeded three-fourths 
of the shortest all-rail distance between origin and destination; 
(d) no rail-river-rail or rail-river-ocean route needed to be es- 
tablished where the sum of the all-rail distance from the point 
of origin to the port of interchange plus the shortest all-rail 
distance from the port of interchange where the shipment was 
relinquished by the river line to destination exceeded two-thirds 
of the shortest all-rail distance between origin and destination; 
and (e) no river-rail, river-ocean, rail-river-rail or rail-river- 
ocean route needed to be established if an agreement that it 
should not be established was reached between the parties. 


The examiner said that in the determination of through 
routes, origin and/or destination groups might be used, if the 
parties so agreed, and that in such an event distances should 
be figured from a centrally located point within the group. 

The examiner said the Commission should further find that 
over each of the through routes required in the finding first 
mentioned the common carriers in connection with the com- 
plainant should establish joint rates on classes and commodities 
constructed by deducting from the lowest all-rail rate contem- 
poraneously applied on corresponding traffic by the railroads 
between the point of origin and the point of destination via 








any route minimum differentials of 20 per cent in one class of 
cases and 10 per cent in another, the joint rates so established 
being governed by classifications and exceptions thereto as gov- 
erned transportation where it took place on the railroads, modi- 
fied as to acceptance of freight, packing requirements, and the 
like, in so far as might be necessary to meet the requirements 
and conditions of transportation by the river line. The examiner 
also said the Commission should require that the through routes 
and joint rates before recommended should remain in force until 
changed by order of the Commission or by agreement between 
the river line and the railroads. 

Examiner Brennan said that the Commission should find 
that within thirty days after the rates had become effective the 
railroads should enter into negotiations with the river line with 
a view of agreeing upon equitable divisions, and that the parties 
at the expiration of 120 days from the date of publication of the 
rates should advise the Commission in writing as to whether 
agreement had been reached and, if not reached, report upon 
the rates in dispute. 


STEEL TO SOUTHWEST 


Bases for the making of lower rates on iron and steel arti- 
cles from points in the southeast, chiefly the Birmingham, Ala., 
and Atlanta, Ga., districts to the Texas ports of Beaumont, 
Chaison, Orange, Port Arthur, Baytown, Clinton, Galveston, and 
Houston, have been recommended by Examiners W. J. Koebel 
and R. G. Taylor, in No. 13535, Consolidated Southwestern 
Cases, and fourth section application No. 14144. The consoli- 
dated cases were ropened on account of the necessity of modi- 
fying some of the findings if the railroads were to be permitted 
to make reduced rates from the southeastern districts and to 
have fourth section relief for such reduced rates. 

The Texas & New Orleans and its southeastern rail con- 
nections asked permission to establish reduced rates, the most 
typical of which was 40 cents from Birmingham to the Texas 
ports. That rate was to displace a rate of 66 cents from Bir- 
mingham to Beaumont, Chaison, Orange, and Port Arthur and 
70 cents to Baytown, Clinton, Galveston and Houston, on iron 
and steel articles. It was also to displace a rate of 56 cents 
on cotton bale ties and buckles to the first mentioned group of 
ports and 59 cents to the second mentioned group. 

Koebel and Taylor recommended denial of the petition to 
modify Finding 27 of the consolidated southwestern cases and 
of the application for relief from the fourth section of the inter- 
state commerce act, but without prejudice to the establishment 
of all-rail rates to the Texas ports (a) on the iron and steel 
articles under consideration, of 53 cents from the so-called 
Birmingham district, and of rates from the other southeastern 
producing points made by the addition to that base rate of 1 
cent a 100 pounds for each 25 miles or fraction thereof figured 
over the shortest possible route between the respective produc- 
ing point and Birmingham; and (b) on cotton-bale ties and 
buckles rates made 85 per cent of the corresponding rates rec- 
ommended on iron and steel articles, fractions to be disposed 
of in accordance with the rule therefor in Consolidated South- 
western Cases, 123 I. C. C. 203. In basing on Birmingham the 
rates recommended from the inland producing points, the ex- 
aminers said it was not intended to require routing via Birming- 
ham. They said that the Commission should further find that 
the rates mentioned would be reasonably compensatory for the 
service performed. 

Further the examiners recommended that in connection 
with the rates mentioned, the railroads be granted fourth sec- 
tion relief to the extent of permitting them to maintain higher 
rates to intermediate destinations on the routes designated in 
fourth section application No. 14144, provided that the rates to 
intermediate destinations should in no case exceed the lowest 
combination, should not be increased, and should be subject to 
the equidistant provision of the fourth section, Finding 27 of 
the consolidated cases being modified to the extent necessary. 

The examiners said that the precise extent to which relief 
should be granted was difficult of ascertainment. That, they 
said was due, partly to two reasons, first, that although the 
parties repeatedly spoke of “a fair share of the traffic,” not one 
attempted to hazard even an estimate of what that should be 
for a given transportation agency, although the railroads hoped 
to increase their present volume from less than 7,000 tons an- 
nually to 20,000 tons out of an estimated total movement of 
100,000 tons from the southeast to the Texas ports, if the pro- 
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posed rates were allowed to become effective. They said that 
the second difficulty was created by the fact that the average 
of the all-water rates actually charged on all shipments could 
not be ascertained from this record. However, said the exam- 
iners, resorting to the ratio of water to rail rates prescribed in 
Through Routes and Joint Rates, 153 I. C. C. 129, applied to the 
apparent approximate average of the all-water rates would pro- 
duce an all-rail rate from and to the points involved of about 
53 cents. 

Although the petitioners proposed the same rates on cot- 
ton-bale ties and buckles as on iron and steel articles, the ex- 
aminers pointed out that that proposal was predicated on a 
basis of rates much lower than they had recommended. It Was 
apparent, they said, that the keenest competition encountered 
from the water lines was on ties and buckles. Therefore they 
recommended that the rates on ties and buckles be made 85 
per cent of the rates proposed on iron and steel articles. 

With regard to the St. Louis-East St. Louis protest against 
the grant of fourth section relief the examiners, calling the 
government barge line merely “the barge line,” said: 


Protestants for the St. Louis-East St. Louis district iron and 
steel interests Oppose the granting of the petition alleging, among 
other things, that if the proposed rates are published they will accord 
the southeastern shippers preferential rates and seriously disrupt 
the competitive situation which now exists between these two pro- 
ducing districts. These interests market a substantial volume of 
their products in Texas. They show that from November 1, 1909, 
until the date upon which the rates under the southwestern revision 
became effective the rates from Birmingham and St. Louis, and 
points taking the same rates, on iron and steel articles have been 
the same to the Texas ports. Under the southwestern revision the 
iron and steel rates are 4 cents less from Birmingham than from St. 
Louis. Under the proposal here they would be 34 cents less. The 
southwestern revision rates on iron and steel from St. Louis and 
Knoxville to Houston are 74 and 83 cents, respectively, for 777 and 
934 miles all-rail. The proposed rate from Knoxville is 47 cents or 
27 cents less than the rate from St. Louis, and in this connection 
. these protestants point out that Knoxville has no through all-water 
service such as is available to St. Louis. 

The Barge Line rates from St. Louis to New Orleans and Hous- 
ton are 39 and 45 cents, respectively, but shipments have been made by 
the all-water route from St. Louis to Houston on what are termed 
“contract rates’’ of less than 40 cents. This lower rate to Houston 
appears to have been applicable only on lots of 750 tons or more, but 
the witness for the St. Louis protestant declined to divulge the exact 
or approximate rate charged, on the ground that it pertained to the 
private contract although he indicated that it was in excess of 35 
cents. Petitioners’ counsel strongly assails this declination and 
characterizes it as demonstrating lack of good faith on the part of 
the St. Louis protestant in contending that it would be unduly 
prejudiced. He argues on brief that, inasmuch as this protestant 
admittedly enjoys water rates lower than the rates here proposed, 
the relation existing between the all-rail rates prescribed in the south- 
western revision to the Texas ports from St. Louis and the south- 
east affords no proper standard for measuring the respective rate 
situations. 

With respect to the alleged competitive situation referred to by 
the St. Louis-East St. Louis interests, the petitioners aver that the 
proposed rate of 40 cents from Birmingham to Houston is higher than 
is now available to southeastern producers, and, therefore, to the 
extent of the difference between the proposed rates and those now 
available the competitive situation will favor these interests. By the 
lower rate now available to the southeastern producers, petitioners 
evidently refer to the 35-cent unpublished rate of the Tennessee Co. 
(a private barge line). Although definite information as to the rates 
by all the water routes is not shown, and except for the rate of the 
Tennessee Company, it may be fairly said that the proposed rate from 
Birmingham to the Texas ports approximates the water rates. The 
rates proposed from such points as Atlanta and Knoxville, and 
which do not have through water service, would give those points 
a distinct advantage. 


TEXAS ONIONS 


Examiner W. A. Disque has recommended the dismissal of 
No. 20948, Abe Rosenblum Corporation et al. vs. A. G. S. et al., 
two sub-numbers, Same vs. Same and Same vs. Asherton & 
Gulf et al., and Joe Aston et al. vs. A. G. S. et al., on a finding 
that the rates on onions from points in southwestern and north- 
eastern Texas to destinations in all other states east of the 
Rocky Mountains are not unreasonable. Some of the com- 
plainants, Disque said, were Texas producers, but that most of 
~ them were produce dealers and consignees of onions. 


Three of the complaints were heard together and a pro- 
posed report recommended their dismissal. Then those three 
were reset for further hearing in connection with the fourth 
complaint. Disque showed the importance of the traffic in 
question by calling attention to the fact that Texas, in 1928, 
produced 19 per cent of the country’s consumption of mild 
onions, of the Bermuda type, amounting to 19,000,000 bushels. 
He said such onions were more perishable than ordinary onions 
and required, in the ocean-rail part of the traffic, costly service 
on account of their nature. The record, he said, established 
that the rates assailed were not and are not unreasonable. 
But he said that in so far as the future rail-and-ocean rates 
were concerned the finding proposed by him should be without 
prejudice to the forthcoming decision in the ocean-rail part of 
the southwestern revision. 

As to the all-rail rates Disque said that the traffic had 
moved freely under them. He said the onion traffic could stand 
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high rates and that what the traffic could reasonably bear was 
one of the most important considerations in rate making. 


PROPOSED REPORTS 


Evaporated Milk 


No. 24170, Pet Milk Co. vs. Canadian National et al. By 
Examiner L. B. Dunn. Dismissal proposed. Rate sought to be 
collected, carload of evaporated milk, Coopersville, Mich., to 
Hillen Station, Baltimore, Md., not unreasonable. 


Cotton Work Pants 


No. 24201, J. H. Bonck Co., Inc., vs. A. & W. P. et al. By 
Examiner Leland F. James. Dismissal proposed. Rate, many 
less-than-carload shipments, cotton work pants, Winder, Ga., to 
New Orleans, La., not unreasonable or otherwise unlawful. 


Calcimine 


No. 24213, Salt Lake Glass & Paint Co. vs. A. T. & S. F. 
et al. By Examiner Harold M. Brown. Rate, calcimine, car- 
loads, Chicago, Ill., to Salt Lake City, Utah, unreasonable to 
the extent it exceeded or may exceed 76 cents. New rate and 
reparation proposed. 

Radios 


No. 23319, Hartman Furniture & Carpet Co. et al. vs. B. & 
O. et al. By Examiner George M. Curtis. Dismissal proposed. 
Basis of charges applicable in official and western classification 
territories, between December 15, 1927, and June 15, 1930, con- 
sole types of radio receiving sets, in wooden cabinets with 
built-in amplifying devices and loud speaker units, straight or 
mixed carloads, Philadelphia, Pa., Newark, Allwood, Allenwood, 
and Passaic, N. J., Indianapolis and Marion, Ind., and Chicago, 
Ill., to Omaha, Neb., not ureasonable. 

Revolving Chairs 


No. 24019, Do/More Chair Co. vs. A. & R. et al. By Ex- 
aminer George C. Clarke. Ratings applied, revolving chairs, 
iron or steel, carloads and less-than-carloads, in the three big 
classification territories, inapplicable and applicable ratings un- 
reasonable for the future to the extent that they exceed or may 
exceed one and one-fourth times first class, less-than-carloads, 
and third class, minimum 16,000 pounds, subject to rule 34 on 
carloads in each of the three territories. 


Eggs 


No. 24162, Hoerman Packing Co. vs. M. P. et al. By Ex- 
aminer E. L. Glenn. Dismissal proposed. Rates, eggs, carloads, 
Linn, Kan., to Chicago, Ill., applicable and not unreasonable. 


COMMISSION ORDERS 


Finance No. 8809, Application of N. P. for certificate of public 
convenience and necessity. Application dismissed upon applicant’s 
request. 

Finance No. 7689, Los Angeles & Salt Lake construction. Time 
prescribed within which L. A. & S. L. shall complete construction of 
ove of railroad therein authorized, is further extended to August 1, 
1931. : 

Finance No. 8368, Michigan Central et al. construction. Time 
provided within which the M. C. shall complete construction of line 
of railroad therein authorized is extended to January 1, 1932. 

No. 20526, North Shore Material Co. vs. C. & N. W. et al. Order 
modified to become effective on July 20, upon not less than 15 days’ 
notice instead of 30. 

No. 23236, Alabama Rock Asphalt, Inc., vs. A. & B. B. et al. 
Order modified to become effective on August 10, upon not less than 
5 days’ notice instead of 30. 

Finance No. 7833, Levisa River Construction. Time provided in 
certificate within which the Levisa River shall complete the con- 
struction of line of railroad therein authorized is extended to Decem- 
ber 31, 1932. 

Finance No. 5353, C. & O. construction. Time provided within 
which the C. & O. shall complete the construction of line of railroad 
therein authorized is extended to December 31, 1932. 

No. 24326, Nebraska State Railway Commission ys. C. B. & Q. 
et al., No. 24369, Southern Wyoming Coal Operators’ Association vs. 
U. P. et al. and No. 24257, Colorado & New Mexico Coal Operators’ 
Association vs. A. V. I. et al. Corporation Commission, State of 
Oklahoma permitted to intervene. 

Finance No. 8865, Application of Gainesville & Northwestern, G. 
A. Austin and Sidney Smith, receivers, for certificate to abandon 
operation of its line of railroad in Hall and White counties, Ga. 
Morse Bros. Lumber Co. permitted to intervene. 

Fourth Section Application No. 14031, Brick to points in New 
Mexico. Petition by F. A. Leland, for modification of Fourth Section 
Order No. 10361, Brick to points in New Mexico, entered in said 
application, denied, sufficient justification not having been shown. 

No. 23368 (and Sub. 1 to 3), Pensacola Creosoting Co. vs. L. & 
N. Order modified to become effective on August 6, upon not less 
than 30 days’ notice instead of July 27. 

No. 23868, Sub. 8, Denver Live Stock Exchange et al. vs. A. T. 
& S. F. et al. Hansen Packing Co. permitted to intervene. 

No. 24384, Dean Grain Co. et al. vs. C. R. I. & P. et al. St. Joseph 
Grain Exchange permitted to intervene. 

No. 24205, Shenandoah Boxboard Corporation ys. A. C. & Y. et al. 
International Paper Co. permitted to intervene. 

No. 24540, Interstate Coal Traffic Bureau vs. A. W. et al. Order 
modified to permit defendants to establish rates in compliance there- 
with upon not less than 5 days’ notice to Commission and general 
public instead of 30 days as prescribed. 

Finance No. 7830, F. P. & E. bonds. 
request of applicant. 


Application dismissed on 
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Fourth Section Application No. 12877, Brick to Pecos, El Paso 
and related points. Petition of F. A. Leland, agent, for modification 
of seventh supplemental fourth section order 9347, brick to Pecos, 
El] Paso, and related points, entered in this application, denied, suf- 
ficient, justification not having been shown. 

No. 24410, Cleveland Chamber of Commerce vs, A. T. & S. F. 
et al. Omaha Live Stock Exchange; Sioux City Live Stock Exchange; 
South St. Joseph Live Stock Exchange; Kansas City Live Stock Ex- 
change; and Chamber of Commerce of Kansas City, Mo., permitted 
to intervene. 

No. 24409, Carroll-Brough & Robinson et al. vs. C. R. I. & G. 
et al. Brown Produce Co. and Muskogee Produce Co. permitted to 
intervene. 

No. 24508, New England Fuel & Transportation’ Co. et al. vs. A. 
G. 8S. et al. North American Coal Corporation permitted to intervene. 

No. 24407, Armour & Co. vs. A. C. & Y. et al. Eastern Tanners’ 
Glue Co., Inc., permitted to intervene. 

No. 24402, Farm Seed Association of North America et al. vs. A. 
T. & S. F. et al. Board of Railroad Commissioners of State of North 
Dakota permitted to intervene. 

No. 24449, Public Utilities Commission of Idaho vs. O. S. L. et al. 
Southern Pacific Co. dismissed as a party defendant hereto. 

No. 22771 (Sub 1), Falling Spring Lime Co., Inc., vs. Pennsylvania 
et al. Petitions filed on behalf of complainant and defendants, denied. 

No. 22771, Falling Spring Lime Co., Inc., vs. C. & O. et al. Com- 
plainant’s petition for reconsideration and reargument denied. 


PETITIONS FOR REHEARING, ETC. 


No. 21755 (and Sub. 1), McGrath Sand & Gravel Co. vs. A. T. & 
S. F. et al., No. 22267 (and Sub. 1), Missouri Gravel Co. vs. C. B. & 
Q. No. 22423, Missouri Gravel Co. vs. C. B. & Q. et al. and No. 22422, 
Missouri Gravel Co. vs. C. B. & Q. Moline Consumers Co. ask reopen- 
ing of, and further hearing, with respect to reparation awarded in 
No. 21755 and Sub. 1, and motion for entry of an order in respect 
to amount a a etc. 

No. 23668, T. L. Herbert & Sons vs. L. & N. et al. Defendants 
ask reopening, reconsideration (by entire Commission), and modifi- 
cation of report and finding of division 4. 

No. 23220, Solar Refining Co. vs. A. T. & S. F. et al. Complainant 
asks leave to supplement petition for reconsideration by citing an 
“ag ty og ei viz.: Lone Star Gas Co. vs. A. B. & A. 174 


i SS. 6; a 

No. 21972, Frank B. Bowker et al. vs. A. T. & S. F. et al. 
plainants ask modification of opinion and order. 

I. & S. 3130, part 16, furniture stock and furniture material, 
wooden. Southern Furniture Manufacturers’ Association and Fort 
Smith Traffic Bureau ask reopening and reconsideration on record 
as made of Commission’s decision, 173 I. C. C. 696-698. 

No. 21358, American Tar Products Co. vs. A. G. S. et al. De- 
fendants ask reopening, reconsideration, and/or rehearing. 

No. 22901, South Georgia Traffic Bureau, for Georgia Oil Co. vs. 
A. B. & C. et al. Defendants ask reconsideration of that portion of 
report of division 3, dated April 28, with respect to reparation. 

No. 23792, Root Glass Co. vs. E. I. & T. H. et al. L. R. Powell, 
Jr. and E. W. Smith, receivers of S. A. L., ask vacation of order of 
March 19, by which they were made additional parties defendant. 

1. & S. 3130, Southwestern rates and |. & S. 3228, cancelation 
of ratings on empty carriers or containers, returned, between points 
in Western Trunk Line Territory. M. K. Goetz Brewing Co. and Goetz 
Sales Co., parties protestant herein, ask postponement of order, re- 
opening, reconsideration, argument and/or further hearing, in so far 
as the ratings on empty cereal beverage containers returned, C. L. 
and L. C. L. are affected by such decision and order. 

No. 24446, Beatrice Steel Tank Manufacturing Co., Dempster Mill 
Manufacturing Co. vs. C. B. & Q. et al. Defendants ask for a rule 
on complainants to make their complaint more definite and certain. 

No. 22072, United Paperboard Co., Inc., vs. A. A. et al. Complain- 
ant asks postponement of effective date of Commission’s order. 


No. 17000, part 3, rate structure investigation, cotton. Helena Cot- 
ton Exchange asks amendment, by clarifying, the Commission’s report 
herein, 165 I. C. C. 595. 


No. 19062, Krupp Foundry Co. vs. Reading et al. 
asks further consideration and further hearing. 

No. 21218, Leonard, Crosset & Riley, Inc., vs. A. C. & Y. et al. 
Complainants ask reopening for reconsideration, reargument or re- 
hearing solely on question of past unreasonableness and reparation. 

No. 19285, Salina Chamber of Commerce et al. vs. A. T. & S. F. 
et al. Complainants ask reopening, reconsideration and modification 
of finding in so far as it relates to basis on which repartaion was 
awarded. 

1. & S. 3616, Export charges on export grain at New Orleans, La. 
New Orleans Public Belt Railroad, through Frank Joubert, its gen- 
eral manager, asks vacation and setting aside of orders in this 
proceeding, by terms of which supplement 2 to I. C. C. 26 of this 
line is suspended and its operation deferred until January 2, 1932. 

No. 22771, Sub. No. 1, Falling Spring Lime Co., Inc., vs. Penn- 
sylvania et al. C. & O. et al., defendants, ask modification of order. 

No. 13535, Corporation Commission of Oklahoma vs. A. & R. et 
al., and cases consolidated therewith. Carriers in official classification 
territory, southern freight association territory, and southwestern 
freight bureau territory ask for thirty days’ extension of time in 
which to consider the rates on cotton fabrics manufactured or pro- 
duced in the southwest, including differential territory, or in Kansas- 
Missouri territory to southwestern gateways, Missouri River cities 
and defined territories, and for extension of fourth section relief. 


Com- 


Complainant 


ROUTING RULE REQUEST 


The Grain and Feed Dealers’ National Association, by 
Henry L. Goemann, chairman of its transportation committee, 
has asked the Central Freight Association lines to use the 
second option carried in Rule 4 (K) of the Commission’s Tariff 
Circular No. 20 in complying with the Commission’s notice of 
June 9, that it expected the carriers, as soon as possible and 
in any event not later than January 20 next, to bring their 
tariffs into conformity with that rule. The association is opposed 
to the publication of limited or definite routing. It prefers 
tariffs made in accordance with the second option. The rule 
says that the tariffs shall contain routing over which the rates 
apply stated in such manner that such routes may be definitely 
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ascertained and that that must.be spo pace by one of the 
following plans: 


(1) By providing that the rates in thé, f@¥ife apply pnly via routes 
specifically shown therein, or (2) by providing, that thesrates apply 
via all routes made by use of the lines of e carriers parties to 
the tariff except as otherwise specifically provided in the tariff. 


The association was prompted to take action in the matter 
by the Commission’s notice, which in turn was prompted by the 
decision of the Supreme Court of the United States in Great 
Northern Railway Co. vs. Delmar Co., handed down May 25. 
The decision struck down a construction of tariffs which the 
Commission had long followed and made necessary the direction 
to the carriers to hurry up and bring their tariffs into con- 
formity with Rule 4 (K). 

In a letter to the interested railroad traffic men, Mr. Goe- 
mann inclosed resolutions adopted by the Indiana Grain 
Dealers’ Association and the Ohio Grain, Mill and Feed Dealers’ 
Association. In connection with their transmission Mr. Goe- 
mann, in part, said: 


I do not believe that the Supreme Court or the Interstate Com- 
merce Commission wish to define what is a circuitous route other 
than that where the forwarding carrier has two routes that are open 
and legally covered by tariffs which provide through rates, the 
circuitous route may violate the fourth section of the transportation 
act and to that extent, so state in the tariff. 


I do not believe it is meant to cover the road or roads which 
in order to compete for certain business can only reach the destination 
by a longer haul and is generally referred to as a circuitous route. 

I trust, therefore, that your tariffs can be published in line with 
the resolutions and enable shippers who handle their shipment under 
transit rates, so that they will not be barred except by restrictions 
as covered by the Supreme Court decision. 


LAKE CARGO COAL 


The Trafic World Washington Bureau 


Arguments lasting a day and a half were made on July 2 
and the following day in No. 23240, Ohio Lake Cargo Coal Com- 
mittee et al. vs. Baltimore & Ohio et al., and No. 23241, West- 
ern Pennsylvania Coal Traffic Bureau vs. Same, popularly known 
as Lake Cargo Coal Cases, 1930. The discussion was around 
the recommendation of dismissal made by Examiner C, M. Bard- 
well. (See Traffic World, May 16, p. 1197.) Time for argument 
was assigned as follows: E. S. Ballard for the complainants 
in the Ohio case; A. G. Gutheim, the western Pennsylvania 
case; A. B. Pratt, Northern States Power Co.; M. Carter Hall 
and W. N. King, for the southern and northern carriers, re- 
spectively; Robert E. Quirk, J. V. Norman and E. L. Greever, 
for the intervening West Virginia and Kentucky operators, 
generally referred to as the southern field operators; A. M. 
Bull, Fairmont Coal Traffic Bureau; C. R. Hillyer, Wisconsin 
Paper and Pulp Manufacturers’ Association, and C. E. Elmquist 
and P. H. Porter, for the northwestern states which consume 
the lake cargo coal sent to the upper lake docks in the summer, 
when the demand for coal is relatively light and the operators 
strive for the tonnage going up the lakes with the utmost in- 
tensity so as to keep their unit cost of operations down to 
the lowest possible level. 


Broadly speaking, the Ohio and Pennsylvania opreators con- 
tended for a widening of the spread between the northern fields 
and the southern fields, while the others opposed such widening, 
the railroads in the interest of quietness in the rate situation 
which they had composed, after the Anchor Coal Company liti- 
gation following the Commission’s effort to settle the situation 
by requiring a spread of 45 cents between the basis districts, 
by making the spread 35 cents. The southern operators op- 
posed any widening of the spread and the northwestern con- 
sumers objected to any increase in the rates they would have 
to pay. In prior cases the railroads divided on substantially 
the same lines as the operators. Bardwell, in his report, called 
particular attention to the fact that in this case that the rail- 
roads were standing together for their compromise giving the 
Pittsburgh or western Pennsylvania operators a rate of $1.46, 
the Ohio operators a rate of $1.43, the nearer southern field 
a rate of $1.81 and the farther southern field a rate of $1.96 
and Fairmont a rate of $1.66. 

The Ohioans separated themselves somewhat from the 
northern side of the case by founding their contentions wholly 
on the third section and invoking the rule for the ascertainment 
of undue prejudice laid down by the Commission in its second 
report in the Galveston port differential case in which the Com- 
mission definitely discarded the rule for the ascertainment of 
undue prejudice laid down in the Ashland Fire Brick case. 

There was little disagreement about the facts set forth 
in the Bardwell report, in which, among other things, the ex- 
aminer said that it was unquestionably true that the rate ad- 
justment assailed was more favorable to the southern operators 
than would be the case if it were based upon a distance scale 
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of maximum reasonable rates. The disagreement was as to 
the conclusions to be drawn from the facts and the declaration 
about the rate adjustment. being more favorable to the south- 
ern than the northern operators based upon a mileage scale. 
The examiner said that such a difference was not necessarily 
violative of the third section. 


RICE MILLERS PROTEST 


Rice millers in Louisiana and in Texas have asked for 
the suspension of Johanson, Texas & Pacific, and Texas & New 
Orleans tariffs, effective July 15, naming new rates on rough 
and clean rice and rice flour, each group of millers claiming 
that the proposed rates would unduly prejudice them and unduly 
prefer their competitors. A hearing on the subject has been 
held before the Louisiana commission in respect of Louisiana 
rates. 

The protests asserted that the carriers, who did not explain 
their proposal when they sent in their tariffs, claimed to be 
making the changes, many downward, to meet trucking and 
barge competition. The rates challenged were to apply on rice 
originating at points west of the Mississippi River in Louisiana; 
also in Texas to Texas and Louisiana ports for export and 
coastwise movement. The American Rice Milling Co., Mutual 
Rice Co., of Louisiana, Inc., Simon’s Rice Mill, and Dore Rice 
Mill, of Crowley, La., Kaplan Rice ‘Mill Co., Inc., of Kaplan, La., 
Republic Rice Mill Inc., of Gueydan, La., Acadia Rice Mills, Inc., 
of Rayne, La., asserted that if the rates on rough rice proposed 
were permitted to become effective they would result in undue 
prejudice to the petitioners and undue preference of millers 
located at Beaumont, Galveston, Houston, Orange, Port Arthur, 
and Texas City, Tex. 

The Lake Charles Harbor & Terminal District has asked 
for suspension in its entirety of supplement 2 to Texas & New 
Orleans, I. ‘C. C. No. LA-141, part of supplement 59 to Texas & 
Pacific, I. C. C. No. 3060, and parts of Johanson’s I. C. C. 2253, 
which publications contain rates on both clean and rough rice 
and rice flour. The Lake Charles organization asserts that the 
earriers claim that they have proposed the rates on clean 
rice for the meeting of truck and barge competition. 

“We allege and state it to be a fact,” says the Lake Charles 
petition, “that such rates have been extended from and to points 
where there is absolutely no competition of the nature described, 
for example, from Crowley, La., to Houston, Tex., or from 
Welsh, La., to New Orleans, La., and through such publication 
have, if permitted to become effective, created an adjustment 
which is unjustly prejudicial to the port of Lake Charles and 
unduly preferential of the ports of New Orleans, Baton Rouge, 
Beaumont, Orange, Houston, Galveston, Texas City and Port 
Arthur.” 

The Lake Charles petition said that since the opening of 
the port of Lake Charles, in November, 1926, the tonnage of 
clean rice moving over its facilities had been steadily increasing 
and due to its close proximity to the rice producing territory 
and consequent short haul therefrom, there had come into 
existence motor trucking and barge service to Lake Charles 
by way of which unregulated service considerable quantities of 
clean rice had moved, but such quantities, when compared with 
the total movement of all rice within the state, formed but a 
small proportional whole. Yet, Lake Charles said that that part 
of the tonnage was of importance to it. 

Adolph Pfeffer Rice Milling Co., Pritchard Rice Milling Co., 
and Standard Rice Co., Inc., of Houston, Tex., have asked for 
the suspension of tariffs filed by the carriers hereinbefore men- 
tioned on the ground, among others, that the proposals of the 
carriers if not suspended would give Louisiana producing points, 
mills and ports an unwarranted and unfair advantage over Texas 
producers and millers, through a disruption of a long standing, 
and apparently fairly related rate adjustment, as between Texas 
producers and millers and Louisiana producers and millers. 

The Texans said that one of their principal markets, in the 
sale of clean rice, was Atlantic seaboard points reached by 
coastwise service from Texas ports; and another, the export 
market in Europe, in South American countries and in Porto 
Rico. They said that reduced rates on clean rice from 
Louisiana milling points to Louisiana and Texas ports, here 
under protest, if allowed to become effective, would create a 
discrimination against them in favor of the Louisiana mills. 
They said that they could not overcome such discrimination 
except at a sacrifice of legitimate profit which they submitted 
they should not, in justice, be called upon to make in order to 
remain in business. 


SUSPENDED TARIFFS. 


In I. and S. No. 3622, the Commission has suspended from 
July 5 until February 5, schedules in supplement No. 13 to 
Boyd’s I. C. C. No. A-2079. The suspended schedules propose to 
restrict the routing in connection with rates on wool and mohair 
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from points in Western Trunk Line territory to Boston, Mass., 
Providence, R. I., New York, N. Y., and Philadelphia, Pa., when 
moving via rail-and-ocean routes through Newport News and 
Norfolk, Va., so that the rates will only apply via certain speci- 
fied steamship lines. 

In I. and S. No. 3623, the Commission has suspended from 
July 9 until February 9 schedules in Natchez & Southern I. C. C. 
No. 158. The suspended schedules propose to increase the 
present switching charges of the Natchez & Southern Railway 
at Natchez, Miss., from $2.25 and $3.60 to $6.30 a car for re- 
ciprocal switching between industries located on its line and 
points of interchange with connecting lines, and from $3.15 to 
$6.30 a car for performing intermediate switching service be- 
tween the Mississippi Central and the Yazoo & Mississippi 
Valley. 


HOCH-SMITH GRAIN CASE 


The Commission, after a conference with representatives 
of the western railroads, headed by A. G. Cleveland, has post- 
poned the effective date of its order in No. 17000, part 7, Hoch- 
Smith grain, to August 1. This was done in anticipation of the 
dissolving, in the federal court at Chicago on July 6, of the re- 
straining order theretofore issued oh application of the western 
railroads. The Commission announced its action on July 3 by 
making public the order it had adopted that day, upon further 
consideration of the matter, as follows: 


It is ordered, that the order originally entered in this proceeding, 
as modified by subsequent orders postponing its effective date to 
June 1, 1931, and as stayed in operation from May 7, 1931, to July 
6, 1931, by order of the United States district court for the northern 
district of Illinois, be further modified to become effective on or 
before August 1, 1931, upon notice to the Commission and to the 
general public by not less than 10 days’ filing and posting in the 
manner prescribed in section 6 of the interstate commerce act. 


The opinion of the U. S. District Court in Chicago in the 
Hoch-Smith grain case was handed down late July 6, the decree 
to follow later. The opinion follows the findings of fact and 
conclusions of law of the court published last week (see Traffic 
World, July 4, page 14). It finds that the temporary injunction 
to prevent the Commission from putting into effect lower freight 
rates on grain and grain products should be denied and the 
temporary restraining order issued against the Commission on 
May 7 should be dissolved. 

The opinion was written by Judge Walter C. Lindley, of 
the United States District Court, with Judge William M. Sparks, 
of the United States Circuit Court, and Judge Charles E. Wood- 
ward, of the United States District Court, who also sat in the 
case, concurring. 

In dealing with the carriers’ allegation that the record in 
the case in which hearings were begun in 1927 was “stale,” 
that economic and financial conditions were very different by 
the time the order was to become effective, and that the Com- 
mission therefore should have granted the railroads’ application 
for a rehearing, Judge Lindley said: 


The accumulation and consideration of 53,000 pages of testimony 
and the preparation of conclusions thereon is a gigantic task and 
one requiring much time. Quite naturally, conditions change during 
any such period. The world and its myriad of affairs are never the 
same two days in succession; the history of today always differs from 
that of yesterday. If the Commission has no discretion to deny peti- 
tions for rehearing because of changed conditions, it would never 
arrive at a time when it might enter a lawful order. 

But the Commission has a discretion in the premises, and even 

though we might believe it would have been wiser in the present 
case to have granted a rehearing, we have no right to substitute our 
judgment in that respect for that of the statutory body. 
. Nor in view of the character of rate cases and the nature of the 
Commission’s duties, do we find any evidecne of arbitrary abuse of 
discretion. The order is not res adjudica and the carriers have a 
right to relief whenever they can show they are being unlawfully 
damaged. What may be the practical result of the new schedule; 
what the result of the general investigation of the rate structure 
may be; whether, after the completion of the Commission’s tremend- 
ous task, the return to which the carriers are presumptively entitled, 
may be realized or not are questions for the future. If the answers 
are not satisfactory, the interested parties may appeal to the Com- 
mission and to the courts. 


INTEREST OF COMPLAINANT 


The Commission now has before it, in No. 24120, Walter 
Young vs. C. R. R. of N. J. et al., a motion to dismiss, based on 
the failure of the complainant to appear at a hearing at Boston, 
Mass., June 30, to prosecute his complaint that the rates on 
anthracite coal from points in Pennsylvania to New England 
destinations are excessive. Mr. Young did not appear either in 
person or by representative. 

In behalf of sixteen New England persons or corporations 
who had intervened in behalf of the complainant on account of 
their interest in the rates, W. H. Day, of the Boston Chamber of 
Commerce, said they had no objection to raise against the motion 
to dismiss, made in behalf of the railroads, on account of the 
failure of Mr. Young to be present. But he said they wanted the 
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dismissal to be without prejudice to their rights in respect of 
future proceedings. The sixteen coal dealers, Mr. Day said, did 
object to a dismissal that might be construed as affecting their 
rights in respect of future proceedings. 

Before time for the hearing Mr. Young said he would not be 
ready for hearing until after October 1 but the Commission did 
not postpone the day for the hearing. The complaint was filed 
by him on December 5, 1930. On the ground that the complaint 
did not disclose any interest on the part of the complainant in 
the rates the railroads moved dismissal. They asked for a hear- 
ing on the motion to dismiss, offering to show absence of inter- 
est, that the complainant did not live in New England and that 
the purpose of the complaint was to obtain money from persons 
whom it might be possible to interest in its prosecution. That 
motion was denied. 

In anticipation of a fight the railroads appointed committees 
of lawyers, of accountants, of traffic men and of operating men 
to prepare data and appear at the hearing prepared to submit 
them. 


DANGEROUS ARTICLES RULES 

The Commission, by division 6, in No. 3666, the case in 
which it promulgates regulations for the transportation of ex- 
plosives and other dangerous articles, has ordered into effect, 
on and after October 1, regulations that have been under con- 
sideration in conferences and hearings in the course of several 
months. Among the subjects covered are high explosives; 
black powder and low explosives; inflammable solids and oxi- 
dizing materials; corrosive liquids; compressed gases; poison- 
ous articles, and poisonous solids carried in class B containers, 
when carried by freight; inflammable solids and oxidizing ma- 
terials, and poisonous solids, class B, when shipped in express 
service. The order also carries many container specifications 
and amendments to specifications and rules governing the plac- 
ing and removal of labels and placards. 





EXCESS INCOME REPORTS 


Finance No. 3817, excess income of Ludington & Northern 
Railway. Tentative determination by the Commission, division 
1, that the carrier has recapturable excess income of $25,413.96 
for the last ten months of 1920, and for the years 1921, 1922, 
1925, 1926, and 1927, based on values ranging from $33,500 to 
$39,000. 

Finance No. 3629, excess income of Bauxite & Northern 
Railway Co. Tentative determination by the Commission, di- 
vision 1, that the carrier has recapturable excess income of 
$14,461.39, for the last four months of 1920, and for 1922, 1923 
and 1926, based on values ranging from $130,000 to $140,000. 


OPERATION OF WASHINGTON LINE 
(Continued from page 66) 


the Reliance coal mine, 1.56 miles, in Lewis county, Wash., has 
been denied by the Commission, division 4, in Finance No. 8579. 

W. E. Brown, according to the report, the applicant’s presi- 
dent, owns all the capital stock of applicant and is president, 
treasurer, general manager and owner of one-third of the capital 
stock of Cowlitz, Chehalis & Cascade Railway with which the 
Twin City connects ‘at Chehalis. He is also a corporate trustee 
and owner of one-half the capital stock of the Winston Lumber 
& Timber Co., and the Chehalis Shingle Co., which furnish 
85 per cent and 3 per cent, respectively, of the total traffic of 
all industries served in whole or in part by applicant, according 
to the report. In disposing of the case, the Commission said: 


__ Wherever possible, needed transportation facilities should be fur- 
nished by existing carriers. The independent operation of numerous 
short lines is not conducive to economics in transportation. Opera- 
tion of Lines by C. R. & E. Ry. Co., 94 I. C. C. 389, 397. The Wins- 
ton furnishes 85 per cent of the traffic available to the applicant and, 
as heretofore noted, is also served by the trunk lines which operate 
over the tracks of the Northern Pacific. The community of owner- 
ship here shown to exist may easily amount to a virtual control of 
the applicant by the industry. We have heretofore found that such 
conditions do not make for fair and equal competition between the 
railroads serving the industry. The control of or affiliation with a 
short-line railroad by an industry has frequently resulted in con- 
cessions in divisions, or in car supply, or in other matters, which 
have, in practical effect, amounted to a preference of, or rebate to, 
the controlling or affiliated industry. Proposed Construction by 
Northern Calif. R. Co., 154 I. C. C. 388, 410; Construction of Line by 
Jefferson Southwestern, 86 I. C. C. 796, 


LA. RATES ON AMIESITE 


Rates on amiesite, a material used by the Louisiana High- 
way Commission in road construction, will be fixed at 15 to 
30 cents a ton less than those agreed on by contract between 
the railroad and the road body, according to announcement 
by Francis Williams, chairman, Louisiana Public Service Com- 
mission, at the conclusion of a hearing at New Orleans on the 
matter. The setting of amiesite rates was taken to court by 
the Louisiana Highway Commission, which is continuing the 
fight. The new rates, Chairman Williams said, will be promul- 
gated from Baton Rouge. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 
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CARRIAGE OF LIVE STOCK 


(Court of Civil Appeals of Texas. San Antonio.) Shipper 
held not entitled to attorney’s fee in action for death of cattle 
caused by carrier’s negligence, where there was no evidence 
that claim was presented to carrier (Rev. St. 1925, art. 2226).— 
Texas & N. O. R. Co. vs. Houston, 38 S. W. Rep. (2d) 882. 

Objections to testimony could not be urged on appeal, where 
not urged in trial court.—Ibid 





Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reperters and Bigves of Mationa) Reporter System, 
ublished by West Publishing inn. Copyrigh 
. ° iss, by West Publishing Go) ” 





REGULATION OF COMMON CARRIERS 


(District Court, N. D. California, S. D.) Findings of Inter- 
state Commerce Commission in determining rates are conclu- 
sive, if based on substantial evidence.—Alton & S. R. R. Co. 
vs. United States, 49 Fed. Rep. (2d) 414. 

Railroad rate is reasonable, if it furnishes reasonable and 
adequate return for service rendered, and such return must 
pay cost of that service as distinguished from all other service, 
plus reasonable profit thereon.—Ibid. 

Railroad has primary duty of fixing freight charges and 
establishing and promulgating icing charges, applying without 
amending interstate commerce act, sec. 6, par. 1 (49 USCA, sec. 
6, par. 1)).—Ibid. 

In requiring filing of schedules, Congress intended system 
of uniform tariff schedules and charges, applying without dis- 
crimination to all shippers similarly situated (Hepburn act, 


sec, 2, amending interstate commerce act, sec. 6, par. 1 (49 
USCA, sec. 6, par. 1)).—Ibid. 
By statute requiring carriers to file schedules, it was in- 


tended that total charge payable by shipper be clearly ascer- 
tainable so as to prevent discriminatory auxiliary charges 
(Hepburn act, sec. 2, amending interstate commerce act, sec. 
§, par. 1 (49 USCA, sec. 6, par. 1)).—Ibid. 

Statute requiring carriers, in schedules, to state separately 
various types of charges, was not intended to set up bookkeeping 
system for them (Hepburn act, sec. 2, amending interstate 
commerce act, sec. 6, par. 1 (49 USCA, sec. 6, par. 1)).—Ibid. 

Matters of itemization in connection with rate-making or 
carrier’s accounting were delegated to Interstate Commerce 
Commission to be determined where its powers were invoked 
(49 USCA, sec. 20).—Ibid. 

Statute held not to require that “icing charge” must neces- 
sarily include every element in cost of refrigeration which ex- 
perts could properly assign thereto (Hepburn act, sec. 2, amend- 
ing interstate commerce act, sec. 6, par. 1 (49 USCA, sec. 6, 
par. 1)). 

Hepburn act, sec. 2, amending interstate commerce act, 
sec. 6, par. 1 (49 USCA, sec. 6, par. 1), requires carrier to state 
separately, in its schedules, certain charges, including, among 
others, all “icing charges.” The word “icing” properly con- 
strued, may, or may not, include “refrigeration,” the two words 
not being synonymous.—Ibid. 

Statute requiring carrier to state icing charges separately 
held to require only that charges, when made therefor in addi- 
tion to line-haul rate, be published in tariff schedules (Hepburn 
act, sec. 2, amending interstate commerce act, sec. 6, par. 1 (49 
USCA, sec. 6, par. 1)).—Ibid. 

Requiring carrier, in making icing charges on poultry and 
dairy products, to conform to such charges applied to other 
perishable commodities, held not incorrect because charge, per 
se, did not include elements which expert bookkeepers deter- 
mined as parts of refrigerating cost (Hepburn act, sec. 2, 
amending interstate commerce act, sec. 6, par. 1 (49 USCA, 
sec. 6, par. 1)).—Ibid. 

Statutory requirement respecting separate statement of 
icing charges in schedules binds carrier in establishing rates 
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in first instance (Hepburn act, sec. 2, amending interstate 
commerce act, sec. 6, par. 1 (49 USCA, sec. 6, par. 1)).—Ibid. 

Function of Interstate Commerce Commission is to deter- 
mine b ager separately stated icing charges of carrier are 
reasonable (Hepburn act, sec. 2, amending interstate commerce 
act, sec. 6, par. 1 (49 USCA, sec. 6, par. 1)).—Ibid. 

Railroad’s icing charge for perishable products on “cost of 
ice” basis, though not including all elements of refrigeration cost, 
held proper under statute requiring separate statement of 
charges (Hepburn act, sec. 2, amending interstate commerce 
act, sec. 6, par. 1 (49 USCA, sec. 6, par. 1)).—Ibid. 

In determining reasonableness of “cost of ice” basis for 
perishable shipments, Interstate Commerce Commission could 
consider elements of cost railroads themselves assigned to such 
charge and ignore items assigned to line-haul freight rate.—Ibid. 

In considering “cost of ice” basis for icing perishable ship- 
ments, Interstate Commerce Commission held not necessarily 
precluded from inquiring whether line-haul freight rate included 
some elements of cost of refrigeration (Hepburn act, sec. 2, 
amending interstate commerce act, sec. 6, par. 1 (49 USCA, sec. 
6, par 1)). 

This is true, since Congress did not intend, in requiring 
that carrier state icing charges separately in schedules, that 
rate-making body in considering rate on perishable goods may 
not look across boundary line between main and ancillary 
charges to ascertain what sum of the two shall be.—Ibid. 

If gross charge by carrier provides compensation for service 
rendered, it is immaterial whether itemization is accurate, so 
far as constitutional requirement of compensation is concerned. 
—Ibid. 

Where issue was raised and considered by Interstate Com- 
merce Commission, and parties had opportunity to present evi- 
dence, or were advised of evidence presented on such issue by 
opponent, and advisedly refrained from meeting it, courts will 
not inquire into details of procedure.—Ibid. 

Interstate commerce courts are primarily concerned with 
question whether Commission had authority to make order and 
whether interested parties had day in court.—Ibid. 

Shipper’s petition before Interstate Commerce Commission, 
attacking as unreasonable “stated charge” for refrigeration, and 
praying for substitution of “cost of ice basis therefor, held 
fair notice to carrier that line-haul freight rate was involved in 
controversy.—Ibid. 

Admission of counsel in argument before Interstate Com- 
merce Commission, at conclusion of trial, as to scope of inquiry, 
held not to narrow issues involved nor prevent Commission 
from passing thereon.—Ibid. 

Interstate Commerce Commission has power to prohibit un- 
reasonable rate and substitute reasonable rate for same service 
(interstate commerce act, sec. 15, as amended (49 USCA, sec. 
15) ).—Ibid. 

Interstate Commerce Commission, substituting for “stated 
charge” for refrigeration, because unreasonable, a “cost of ice” 
basis, must absorb in substituted charge cost theretofore properly 
absorbed by “stated charge” (interstate commerce act, sec. 15, 
as amended (49 USCA, sec. 15)).—Ibid. 

Interstate Commerce Commission’s order, so far as prohibit- 
ing carriers from collecting “stated” icing charge on poultry 
and dairy product shipments originating in six westernmost 
states, because unreasonable, held proper (interstate commerce 
act, sec. 15, as amended (49 USCA, sec. 15)). 

It appeared that “stated charge” for standard refrigeration, 
which, broadly speaking, involves filling ice bunkers or refriger- 
ating cars at each icing station established by carrier at suitable 
intervals along railway, involved double payment by shipper 
for items included in “stated charge,” and excluded in “cost 
of ice” basis, so far as freight was carried on connecting car- 
riers. Facts disclosed that, although initial carrier collected 
“stated charges” on such shipments for entire haul, it paid con- 
necting carrier only on “cost of ice’ basis, which basis excludes, 
from cost, items of ice haulage, supervision, and bunker repair, 
connecting carriers looking to line-haul freight rate to cover 
such elements.—Ibid. 

Interstate Commerce Commission’s order, so far as sub- 
stituting for unreasonable “stated charge” for refrigerating 
poultry and dairy product shipments originating in six western- 
most states, “cost of ice basis” at present rate on all connecting 
earriers, held proper (interstate commerce act, sec. 15, as 
amended (49 USCA, sec. 15)).—Ibid. 

Interstate Commerce Commission’s order, so far as directing 
initial carriers in six westernmost states, in substitution for 
unreasonable “stated charge,” to publish tariff on ‘“‘cost of ice” 
basis for refrigeration, excluding elements of cost properly 
included in “stated” charge, held invalid as not substituting 
“just and reasonable rate” (Interstate commerce act, sec. 15, 
as amended (49 USCA, sec 15)). 

Such substituted rate was not “just and reasonable rate,” 
in that rate displaced covered cost of ice haulage and certain 
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other items over initial carrier’s own line, and new rate, al- 
though requiring ice haulage and such other services to be 
furnished over such line as stated, did not provide compensa- 
tion therefor.—lIbid. 

Fixing of “cost of ice” basis for icing poultry and dairy prod- 
uct shipments originating in six westernmost states held not 
confiscatory or unconstitutional.—lIbid. 





(Circuit Court of Appeals, Sixth Circuit.) Shipper held 
liable for demurrage on cars of coal to be loaded into vessels 
where delay resulted from ice-locked port. 

All shipping in the harbor was frozen in, including the 
steamer which was to receive shipper’s coal, so that such 
steamer could not reach loading machine.—North American Coal 
Corporation vs. Wheeling & L. E. Ry. Co., 49 Fed. Rep. (2d) 253. 





(Supreme Court, Appellate Division, Fourth Department.) 
Motorbus company having license from town could not enjoin 
operation of another non-competing omnibus line which passed 
through town illegally (transportation corporations law, sec. 67). 

It was conceded that the defendant’s omnibus line, which 
passed through the town without having procured certificate of 
public convenience and necessity, took no intrastate passengers 
from or to the town, and that the plaintiff bus line suffered 
no special injury from the operation of defendant’s line-—Town 
= Kiantone vs. West Ridge Transportation Co., Inc., 250 N. Y. S. 

Town held entitled to enjoin operation through its streets 
of intrastate bus line operating without consent of town board 
and without certificate of public convenience and necessity 
(Transportation corporations law, sec. 67).—Ibid. 

It was immaterial, as regards town’s right to enjoin illegal 
operation of bus line through its limits, that line was operated 
over state and county highways.—Ibid. 





* e e . J 
Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National papones System, 


published by West Publishing Co., St. Paul, Minn. Co 
i931, by Went Publishing Co.) _— 





(District Court, D. New Jersey.) Evidence held to author- 
ize recovery for damage to tobacco cargo by rain after delivery 
at port of destination, rather than general average contribution. 
—The Bellingham, 49 Fed. Rep. (2d) 442. 

Carrier must exercise reasonable care as warehouseman to 
protect goods after delivery on wharf.—lIbid. 

Removal of tobacco from shed at port of destination to open 
ground held to render carrier liable as warehouseman for dam- 
age thereto by rain.—Ibid. 

Notice and time to sue clause in bill of lading held inap- 
plicable in action for damage to tobacco by rain after delivery 
at port of destination.—Ibid. 

Libels for cargo damage, discovered on delivery of tobacco 
to warehouse within two years before filing thereof, held not 
barred by limitations (suits in admiralty act, sec. 5 (46 USCA, 
sec, 745)).—Ibid. ; 

(Circuit Court of Appeals, Third Circuit.) Public wharfinger 
or warehouseman is required to use due care in protection of 
property, and is liable for loss of goods resulting from his 
a J. Keller Co. vs. Reading Co., 49 Fed. Rep. 
(2d). 33. 

Court must give due credit to all allegations of affidavit of 
defense offered in evidence by plaintiff.—Ibid. 

Evidence held not to establish that pier owner was public 
wharfinger as to goods left on wharf without its knowledge so 
as to make it bailee for hire.—Ibid. 

Responsibility of bailee for hire cannot be thrust on person 
without his knowledge or consent.—Ibid. 

Evidence held not to establish gross negligence on part of 
pier owner as respected liability for goods left on wharf without 
his knowledge.—Ibid. 





(Circuit Court of Appeals, Second Circuit.) District Courts 
have only such right to jurisdiction as Congress grants (Const., 
art 3, secs. 1, 2).—The Gerald A. Fagan, 49 Fed. Rep. (2d) 215. 

Law authorizing court in proceedings in admiralty to direct 
parties to proceed with arbitration held not unconstitutional 
(arbitration act, sec. 8 (9 USCA, sec. 8); Const., art. 3, secs. 
1, 2).—Ibid. 

Loss of cargo on barge was proper subject for arbitration 
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in accordance with contract of carriage (arbitration act, sec. 8 
(9 USCA, sec. 8)).—Ibid. 

Whether libel for loss of cargo sounded in tort or in con- 
tract was immaterial, as respected right to arbitration (arbitra- 
tion act, sec. 8 (9 USCA, sec. 8)).—Ibid. 

That award for loss of cargo was not signed by all arbi- 
trators was not barrier forbidding entry of decree (arbitration 
act, sec. 8 (9 USCA, sec. 8)).—Ibid. 

Law relating to arbitration applied in respect to interna- 
tional carriage of cargo of wheat (arbitration act, sec. 8 (9 
USCA, sec. 8)).—Ibid. 

Canal used as waterway for foreign commerce was “water- 
way” within scope of admiralty jurisdiction.—Ibid. 

Stipulation given as substitute for vessel makes stipulator 
liable to exercise of every authority in power of court which it 
could exercise if res was still in court’s custody.—lIbid. 

Decree against stipulator in accordance with award of arbi- 
trator held properly entered (arbitration act, sec. 8 (9 USCA, 
sec. 8); admiralty rules (Southern District), rule 8).—Ibid. 





(Circuit Court of Appeals, Third Circuit.) Owner’s express 
warranty in charter party as to seaworthiness includes war- 
ranty that schooner was tight, stanch, strong, and in every way 
fitted for voyage.—The Josephine, 49 Fed. Rep. (2d) 207. 

If owner used diligence in making vessel seaworthy, both 
owner and vessel are exempt from liability for loss from various 
causes, including perils of sea (Harter act (46 USCA, secs. 190- 
195) ).—Ibid. 

Owner of vessel asserting exemption from liability for cargo 
damage caused by peril of sea has burden to prove seaworthi- 
ness of vessel or due diligence in making her seaworthy (Har- 
ter act (46 USCA, secs. 190-195) ).—Ibid. 

Express warranty of seaworthiness in charter party requires 
vessel to be seaworthy at time of sailing.—Ibid. 

Age alone of schooner is not evidence of unseaworthiness 
under charter party.—Ibid. 

Evidence held to establish schooner’s seaworthiness at in- 
ception of voyage, entitling owner to claim exemption from lia- 
bility for cargo damage if caused by peril of sea (Harter act 
(46 USCA, secs. 190-195) ).—Ibid. 

Test in determining whether storm constitutes “peril of the 
sea,” so as to entitle owner to claim exemption from liability 
for cargo damage, stated (Harter act (46 USCA, secs. 190-195)). 

A storm may or may not constitute “peril of the sea” so 
as to entitle owner of vessel to exemption from liability for 
cargo damage. Under the Harter act (46 USCA, secs. 190-195), 
test is that when a storm is of such unusual violence that it 
cannot reasonably be anticipated and avoided or cannot be 
resisted by ordinary exertions of skill and prudence, and when 
it has caused unusual and unexpected damage to the hull of a 
seaworthy vessel resulting in damage to her cargo, the loss 
may fairly be attributed to a peril of the sea.—Ibid. 

Evidence held to establish that storm constituted “peril of 
the sea” so as to entitle owner of schooner to exemption from 
liability for cargo damage (Harter act (46 USCA, secs. 190-195)). 
—Ibid. 

Owner’s express warranty of seaworthiness in charter party 
extends to ship’s equipment, and duty to make vessel seaworthy 
also extends to equipment.—Ibid. 

Evidence held to establish that defect in steam pump on 
schooner was caused by storm and therefore peril of the sea, 
rendering owner exempt from liability for cargo damage (Harter 
act (46 USCA, secs. 190-195) ).—Ibid. 





(District Court, S. D. New York.) Steamship owner, suing 
on guaranties of cargo owners’ general average contribution, had 
burden of proving that fuel oil, not scale, caused blistering of 
boiler tubes. 

Under bills of lading, cargo owners were bound to con- 
tribute in general average to expenses of seeking refuge and 
repairing boiler tubes if due diligence was used to render ship 
seaworthy before departure.—The Consort, 49 Fed. Rep. (2d) 
406. 

Evidence in action on guaranties of cargo owners’ general 
average contribution held to show that scale, not fuel oil, caused 
blistering of ship’s boiler tubes. 

Defendant insurance companies’ liability on the guaranties 
depended on whether blistering of boiler tubes was caused by 
fuel oil in water or scale formed on tubes from minerals in 
water because of ship owner’s neglect to test condenser ade- 
quately or inspect tubes before departure.—Ibid. 


BLACK MOUNTAIN VALUATION 
In Valuation No. 381, Black Mountain Railway Co., opinion 
No. B-797, 35 Val. Rep. 1-19, the Commission, by division 1, has 
found final value for rate-making purposes of the carrier’s 
property, owned and used for common carrier purposes, to be 
$394,055, and of property used but not owned, $18,000, as of 
June 30, 1916. 
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INCREASED RATE VALUATION, 


The Traffic World Washington Bureau 


An aggregate railway property value, by groups, is being 
assembled by the Commission for use in connection with the 
15 per cent increased rate case, Ex Parte No. 103. The whole 
field force of the Bureau of Valuation has been summoned to 
Washington to aid the staff stationed in Washington. Vacations 
have been canceled and the bureau is working overtime and on 
Sundays with a view to having data on hand when the figures 
may be needed. 

The valuation base on which the force is working is that 
made in Increased Rates, 1920. In that case the Commission 
found that the property value upon which the carriers were 
entitled to earn a return was $18,900,000,000. The eastern group 
was given a value of $8,800,000,000, the southern, $2,000,000,000, 
and the western $8,100,000,000. 

In Reduced Rates, 1922, the Commission said that whether 
the value taken by it in 1920 should stand without consideration 
of later items or not, “the difference would be refiected only 
in fractions of per cents of the returns hereinafter indicated 
as the results of operation.” Nothing further has been said 
by the Commission since that time on the subject of aggregate 
value except in one of its annual reports to Congress it stated 
it did not have the base upon which to compute the percentage 
of return of the carriers. 

The property investment of Class [ railroads, including 
switching and terminal companies as of December 31, 1930, was 
$26,835,697,000, according to the Bureau of Railway Economics. 
This figure includes road and equipment, materials and sup- 
plies and cash. It is the figure on which the bureau computes 
the annual rate of return announced each month. 

The fact that the Commission is assembling these data is 
taken as indicating that it is intending to treat this application 
for a percentage increase in the manner it used in 1920, when 
the railroads were applicants for an increase and in 1922, when 
it was the moving spirit in the reduction ordered in that year. 


FREIGHT RATE INCREASE 


The Traffic World Washington Bureau 


A copy of a letter from W. R. Cole, president of the Louis- 
ville & Nashville, to J. H. Henderson, commerce counsel of 
Iowa, expressing Mr. Cole’s surprise that apparently the Iowa 
commission has prejudged the matters involved in the applica- 
tion of the carriers for a 15 per cent increase in rates, has 
been received by the Commission. Mr. Cole refers to the pro- 
test of the Iowa commission, sent to the Commission by Mr. 
Henderson, against the proposed increase. 


C. B. Tefft, transportation commissioner of the Toledo 
Chamber of Commerce, asked the Commission whether or not 
the increases proposed by the carriers, if authorized, were to 
be predicated on the present rate structure in official territory 
or superimposed on the scale prescribed in the eastern class 
rate case, effective December 3. Secretary McGinty replied 
that the carriers’ application had not received sufficient con- 
sideration to permit him to state what action might be taken 
in reference to orders in specific cases involving increases or 
decreases in rates. He said his personal opinion was that the 
orders already made would stand as ordered. 

Protests against an increase have been received by the 
Commission from Walter M. Sharp, produce, Chula Vista, Calif.; 
Novaculite Paving Company, Tamms, IIl., against increase on 
gravel; Belden Brick Company, Canton, O.; Horace F. Scott, 
Auditorium Hotel, Chicago, Ill.; Edgar W. Poore, Manchester, 
N. H., against increase on coal; J. E. Zabell, traffic manager, 
United States Glass Company, Pittsburgh, Pa.; Schluter & Co., 
Inc., investent securities, New York, against an increase and 
for wage reductions; West Virginia Horticultural Society and 
Virginia State Horticultural Society; Keiser Glass & Cork Com- 
pany, Binghamton, N. Y.; Hood River Traffic Association, Hood 
River, Ore., against increase on deciduous fruits; Hidalgo 
County Farm Bureau, Weslaco, Tex., against increase on farm 
products. 

G. C. Hall, traffic manager, the Fairfield Paper Company, 
Baltimore, O., said if an increase were granted, his company 
would have to look to other forms of transportation and cut 
wages to take care of the additional overhead. 

Hugh W. Roberts, executive secretary of the Georgia branch, 
Associated General Contractors of America, Atlanta, Ga., in a 
letter to Senator Harris, of Georgia, transmitted to the Com- 
mission, said the interests he represented were not seriously 
concerned about a proposed increase except that if rates were 
increased they be made effective at some future definite date 
so that contracts would be affected as little as possible. 

E. L. Bruce Company, Memphis, Tenn., hardwood flooring, 
etc., and J. H. Hines, of Crum and Foster, Atlanta, favored an 
increase. 
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The Chattanooga Manufacturers’ Association, Chattanooga, 
Tenn., by E. C. Patterson, president, asked that a thorough 
investigation be made. He said it was the belief of the asso- 
ciation that the increases proposed, “added, as they would be, 
to the cost of the commodities to the consumer, will have a 
tendency to check and retard an improvement in business, and 
consequently will cause a decline in the volume of traffic car- 
ried by petitioners, which decline may offset any increase in 
revenue derived by the carriers from their proposed increased 
charges.” He also said the association believed an increase in 
rates would further stimulate motor competition. Stating that 
the association desired to cooperate to the fullest extent in the 
maintenance of an adequate rail system of transportation, he 
said, however, for the reasons indicated, that it doubted the 
effect on the economic well-being of the railroads of an increase 
in rates. 

A joint council composed of the International Apple Ship- 
pers’ Association, the Western Fruit Jobbers’ Association of 
America, and the National League of Commission Merchants of 
the United States, has been formed to oppose an increase in 
rates on any fresh fruits and fresh or green vegetables. 


Senator Capper, of Kansas, in a letter to Chairman Brainerd, 
of the Commission, in part, said: 


The demand of the railroads for an increase in freight rates at 
this time is astounding, short-sighted and most inopportune. I 
earnestly hope that the application of the carriers for a 15 per cent 
increase in freight rates as filed with the Commission will not be 
granted. . . . Conditions in this agricultural area call for a decrease 
in freight rates, not an increase, . I feel that the demand for in- 
creased rates shows a lack of consideration for the public interest 
that is almost incomprehensible. The carriers could not afford to 
take the increase it it were granted. 


F. C. Freeman, president of the Providence Gas Company, 
Providence, R. I, protested against an increase in the rates on 
soft coal from points on the Virginian and C. & O., to tidewater, 
He said a 15 per cent increase would increase the expenses 
of the gas company $113,400 a year and that the rates for gas 
were not sufficient to absorb that increase. 

The Strong Steel Foundry Company, Buffalo, N. Y., favored 
an increase. : 

The American Sugar Cane League of the U. S. A.,, Inc., 
New Orleans, sent a protest. 

T. T. Harkrader, traffic director of the American Tobacco 
Company, New York, N. Y., in a letter to Chairman Brainerd, 
of the Commission, said his company supported the petition of 
the railroads for more revenue. Said he: 


The American railroads continue as our most important trans- 
port agency. In normal times they pay enormous sums in wages 
and for the purchase of the products of other industry. When they 
are forced to economize, the entire country feels the effects of re- 
duced railway employment and railway expenditures. National pros- 
perry and railroad prosperity have always seemed to go hand in 
hand. 

We all need good railroad service, and only prosperous railroads 
ean furnish good service. It goes without saying that they must be 
permitted to earn enough money to pay their way and maintain a 
good credit. 

As The American Tobacco Company pays more than six million 
dollars annually in rail freights, we are naturally affected by any 
increased rates. However, The American Tobacco Company has 
always believed in fair play and they now affirm that belief with a 
support of the railroads’ = for more revenue. We believe the 
emergency which the railways face is real and not imaginary and 
bo ay any action which helps our railroads, actually helps everybody 
else. 


Other letters favoring an increase have been received from 
J. T. Savage, Jackson, Miss.; C. H. Preston, station agent of 
the Western Pacific, Marysville, Calif.; A. H. Conran, Maple- 
wood, N. J., Railroad Employes’ and Tax Payers’ Association, 
Richmond, Va.; Union National Bank & Trust Company, Mount 
Holly, N. J.; Business Men’s Club of McGehee, Ark.; Lima (0O.) 
Chamber of Commerce; St. Louis Chamber of Commerce board 
“of directors favors such increase as Commission may find rea- 
sonable. 


In replying to Mr. Savage, Chairman Brainerd said public 
hearings would be held “for the purpose of developing a record 
upon which to base our decision in this matter.” 

L. W. Dewey, Blanchester, O., wrote that rates should be 
reduced to the 1913 level. Other letters in opposition to an 
increase came from West Kentucky Coal Bureau, Louisville, Ky., 
Arlington Grain Growers, Inc., Arlington, Ore., Philip S. Tuley, 
Louisville Textiles, Inc., Louisville, Ky.; J. W. Swoger, traffic 
manager, Knox Glass Bottle Company, Knox Pa.; California 
Lima Bean Growers’ Association, Oxnard, Calif.; H. R. Mohat, 
the Rawleigh Foundation, Freeport, Ill.; Bedford (Ind.) Chamber 
of Commerce against increase on stone; Cotton Manufacturers’ 
Association of South Carolina; Waxahachie (Tex.) Chamber of 
Commerce; C. F. Bennett, president The Stanley Works, New 
Britain, Conn.; American Cotton Cooperative Association, New 
Orleans, La.; O. B. Helmer, Dodge, N. D. 

Additional members of Congress sending protests against 
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increased rates are Senators Connally of Texas and Harris of 
Georgia and Representative Green, of Starke, Fla. 

Ben C. Larkin, president of the Board of Railroad Commis- 
sioners of North Dakota, who had sent an informal protest 
against an increase, wrote that in view of the fact that his 
commission might act cooperatively with the federal commis- 
sion, it was not thought proper to make a formal answer at 
this time but that that did not modify the original position taken. 

Requests or invitations that hearings be held at Los 
Angeles, San Francisco, Minneapolis, St. Louis, Portland, Ore., 
Kansas City and in the southwest have been received. 

Chairman W. D. B. Ainey, of the Pennsylvania commission, 
and Commissioner Herbert W. Trafton of the Maine commis- 
sion, will represent the eastern group of state commissions on 
the state commission committee that will cooperate with the 
federal Commission in Ex Parte 103. They were selected at a 
meeting of commission representatives in the eastern group. 

Harvey H. Hannah, of the Tennessee commission, president 
of the National Association of Railroad and Utilities Commis- 
sioners, and Hugh White, of the Alabama commission, have been 
selected to represent the southern group of state commissions. 

The western district group of state commissions will be 
represented by Chairman Paul A. Walker, of the Oklahoma com- 
mission, and Commissioner A. R. McDonald, of the Wisconsin 
commission. 

The mountain-Pacific group will be represented by Commis- 
sioner William J. Carr, of the California commission. This 
group would like to have another representative and if permit- 
ted to have one will send Commissioner J. M. Thompson, of the 
Idaho commission. 


Additional members of Congress entering protests against 
an increase in rates were Representatives B. B. Hare, of South 
Carolina; W. F. Kopp, of Iowa, and Clarence Cannon, of 
Missouri. 

Charles J. Austin, manager of the bureau of trade and trans- 
portation of the New York Produce Exchange, said no objection 
was offered to the proposed increase, provided the relationship 
of rates on grain and grain products as prescribed by the Com- 
mission in No. 17000, part 7, Hoch-Smith grain, was maintained. 

Letters of protest were received by the Commission from 
J. P. Hansen, president Hardwood Interior Trim Association, 
Asheville, N. C.; W. H. Bentley, North Pacific Nut Growers’ Co- 
operative, Dundee, Ore.; Le Roy Wall, farmer, Palmetto, Fla., 
who understood railroads paid their presidents from $25,000 to 
$75,000, and that all had private cars, secretaries, and various 
other “extravagant and luxurious expenses,” and urged that the 
railroads be required to cut off millions of ‘‘this utter foolish 
extravagance;” Rio Grande Valley Citrus Growers’ Association, 
Mercedes, Tex.; Hyde Lumber Company, Inc., Memphis, Tenn.; 
Illinois Live Stock Shippers’ Association, Galesburg, IIll.; Penn- 
Ohio Travelers’ Association, Inc., New York, N. Y.; North Caro- 
lina Retail Coal Merchants’ Association, Inc., Raleigh, N. C.; The 
Hoover Company, Canton, O.; L. S. Beale, secretary-treasurer, 
National Hardwood Lumber Association, Chicago, IIl., who said 
an increase in rates would not prove to be the proper solution 
of the problem; Wald Manufacturing Company, Maysville, Ky.; 
Adam H. Bartel Company, Richmond, Ind., which said an in- 
crease would prove detrimental to the railroads; Reading (Pa.) 
Retail Coal Merchants’ Association, Inc.; Colorado-Nebraska 
Lamb Feeders’ Association, Greeley, Colo.; and Welch (W. Va.) 
Chamber of Commerce against increase by Norfolk & Western. 

The Philadelphia Quartz Company, Philadelphia, Pa., urged 
the Commission not to allow an increase before investigation to 
determine whether the railroads had reduced their expenses as 
much as possible consistent with efficient operation and mainte- 
nance. 

R. E. Riley, traffic director, Illinois Silica Sand Traffic Bu- 
reau, Chicago, Ill., registered a protest against a percentage in- 
crease in rates and urged that if the necessity and wisdom of 
an increase were competently established by the carriers, the 
rates on sand and gravel be increased by flat amounts. 

What the country needs is acceptance of the Hoover debt 
moratorium, an increase in freight rates, and light wines and 
beer, according to A. Elzey Waters, Baltimore, Md. 

John C. Snyder, president of the Elston Bank & Trust Com- 
pany, Crawfordsville, Ind., and the Eudora (Ark.) Chamber of 
Commerce wrote in favor of an increase. 

The state commissions of the mountain-Pacific group have 
advised the Commission they will present testimony in opposi- 
tion to the carriers’ petition. 


SOUTHERN TRAFFIC LEAGUE COMMITTEE 


President Burke, of the Southern Traffic League, has ap- 
pointed the following committees to represent the organization 
in the matter of the 15 per cent increase in rates proposed by 
the railroads: E. DeL. Wood (chairman), T. A. Bosley, Thomas 
J. Burke, A. W. Carey, M. M. Caskie, W. S. Creighton, M. M. 
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Emmert, F.C. Hillyer, T. M. Henderson, H. T. Moore, Edgar 
Moulton, W. L. Thornton, Jr., and S. L. Yerkes. 


CONSOLIDATION CONFERENCE 


The Traffic World New York Bureau 


Executives of the eastern trunk lines held another confer- 
ence July 7 in the office of P. E. Crowley, president of the New 
York Central, to discuss plans for consolidation into a four-party 
system. A statement issued following the meeting merely re- 
ported that “very substantial progress” had been made and that 
another meeting would be held in the near future. 

It was reported, however, that a major effort was made to 
bring about a solution of the Nickel Plate trackage problem 
without the necessity of resorting to formal arbitration, and 
that the prospects of such a solution were considered bright. A 
number of traffic men and engineers were present at the meeting 
to aid in working out a satisfactory solution of this question. 

The line of argument being followed in the effort to settle 
the knotty Nickel Plate trackage problem by negotiation, rather 
than arbitration, is understood to be that the Pennsylvania 
gets the coveted trackage rights, subject to certain conditions 
that would limit them as compared with the privileges as 
originally sought. At the same time, certain concessions to the 
New York Central in the way of trackage in other sections would 
be granted as additional compensation for agreement to this 
proposal. 

It was reported in banking circles that several railroad 
executives in Eastern Territory favored withholding the formal 
consolidation application until the rate increase application is 
out of the way. Others, however, would prefer to hasten its 
presentation to the Commission before Congress convenes in 
December, to lessen the danger of prohibitory merger legisla- 
tion of the kind that Senator Couzens, of Michigan, has spon- 
sored in the past. It was said that some discussion of the 
appropriateness of the present as an occasion to apply to the 
Commission for its approval of the four-party merger principle 
was had at the meeting, with the weight of opinion still favoring 
a speedy conclusion of the present negotiations, with an urgent 
request to the Commission for authority to consummate the 
combine. 

If the Nickel Plate question can be settled without resort 
to formal decision by George T. Slade, arbitrator, the Commis- 
sion is expected to get the four-party system application by the 
end of the month, though additional discussion as to the best 
time to make the presentation is likely among the trunk line 
executives, it is said. No lawyers were present at the meet- 
ing, indicating that the form and scope of the application was 
not taken up. 

President Patrick E. Crowley and R. D. Starbuck rep- 
resented the New York Central at the meeting. In the absence 
of Gen. Atterbury, A. J. County and Elisha Lee represented the 
Pennsylvania, while Daniel Willard represented the Baltimore 
and Ohio. The Chesapeake and Ohio was represented by the 
two Van Sweringen brothers and President John J. Bernet, of 
the Chesapeake and Ohio. Including the technical advisory of 
these executives, twenty-two conferees were present. 


CALLS RATE INCREASE ABSURD 


Editor The Traffic World: 

The petition filed by Messrs. Pelley, Scandrett and Cole 
seeking authority to increase all freight rates fifteen per cent 
for the purpose of enabling the railroads to meet the so-called 
oncoming emergency, presents somewhat of a complex problem. 

It has been pointed out by the petitioners that the railroads 
have recognized that the depression is world-wide and that 
the export traffic of the railroads has greatly diminished and 
the production of domestic commodities is being curtailed 
with consequently large dimunition of the volume of domestic 
traffic. 

In view of such recognition by the railroads, surely they 
do not believe an increase in freight rates would solve such a 
problem. It is very evident that the diminishing of the export 
traffic has been due to the curtailment of our foreign trade, 
for which the Smoot-Hawley tariff and the retaliation of foreign 
nations are responsible. The dimunition of domestic traffic 
has been due, in part, to movement by unregulated motor truck 
lines. 

The petitioners point out that they need additional revenue. 
To produce revenue, the railroads must originate traffic. To 
urge that an increase in rates will provide additional revenue 
during a period of world-wide depression and the development 
of motor truck transportation, is on its face absurd. On the 
contrary, an increase in freight rates at this time will only 
lower the revenues of the carriers, because greater amounts 
of traffic will naturally resort to truck transportation. 

As a matter of fact, not only the railroads, but practically 
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every industry has been affected by the depression and it is 
obvious that any one formula applied in and of itself will not 
accomplish the purpose here sought by the railroads. The 
depression has reached the stage where only the strictest 
cooperation of all concerned is necessary, if a solution is 
reached. Why have the railroads not given greater considera- 
tion to pick-up and store-door delivery to meet the truck com- 
petition? On the other hand, the trucks using our highways 
should be subjected to regulation similar to that now applying 
to the railroads, thereby placing all transportation lines on a 
competitive basis, to some extent at least. If the motor trucks 
are not to be regulated, then the railroads should not be com- 
pelled to comply with the act to regulate commerce. 

The fact that the railroads continued a program of expendi- 
tures anticipating the return of conditions to normalcy is com- 
mendable, in a sense, but it may also be the subject of criticism 
on the part of the managements in failing to anticipate a down- 
ward trend in view of the conditions prevailing in 1929. It 
should not be overlooked that the railroads have continued to 
maintain a wage scale applicable during the peak of prosperity 
but, on the other hand, many employes have been furloughed, 
due to consolidations and mergers. The industries producing 
traffic for the railroads have had to cope with the same de- 
pression and, to meet the situation, have been obliged to make 
wage adjustments and, in some instances, shorter hours with 
the same number of employes has been found to be beneficial. 

The railroads point out that no change in the scale of 
wages paid should be made at this time, because to do so 
would impair their set-up of efficiency, demoralize their per- 
sonnel, and, last, but not least, would require too long a time in 
the adjustment to provide the necessary funds now needed. 

It is, therefore, obvious that the railroads expect the Com- 
mission to authorize the increase without giving consideration 
to other factors bearing on the rate situation. 

The act provides that the railroads shall earn a fair rate 
of return on their investment for transportation purposes; yet, 
on the other hand, it also provides that only just and reasonable 
rates may be applied to the many commodities being shipped. 

In view of the fact that many of the present rates represent 
the maximum of reasonableness and the further fact that, at 
the time the petition was filed, the railroads were seeking 
authority to lower some of their rates, the question presented 
to the Commission is one requiring grave consideration. 

We are all interested in the return of prosperity, because, 
if the industries have no markets for their products, there will 
be no traffic for the railroads and our unemployment situation 
will not improve. However, it stands to reason that high prices 
for the commodities purchased necessitates high wages be paid 
employes and, where commodity prices are low—in fact, sim- 
ilar to pre-war prices—it is obvious that wages of employes must 
be on a similar basis. Therefore, because the railroads have 
pursued the wrong policy from the beginning of the depression, 
would not appear to justify an increase in freight rates at this 
time to make up any deficit and, furthermore, should not be 
permitted. 

Ashland Traffic Bureau of Manufacturers and Jobbers. 

Ashland, Ky., July 2, 1931. C. N. Thompson, T. M., 


CANDY DISTRIBUTION COSTS 


A program of active application of results of the commerce 
department’s candy distribution cost study, to enable full ben- 
efits of the work to be realized by individual candy manu- 
facturers throughout the country, now is being put into effect by 
the organized confectionery industry in cooperation with the 
merchandising research division of the department, according 
to H. C. Dunn, chief of the division. 

The candy cost survey studies in detail the distribution 
operations of a group of seven representative confectionery man- 
ufacturers, including both general-line and specialty houses. The 
report of the survey, “Distribution Cost Problems of Manufac- 
turing Confectioners,” analyzes the various aspects of distribution 
expense in terms of sales items, marketing territories, order 
sizes, etc.; and describes the method used for analyzing the sales 
and distribution costs of the confectionery manufacturers 
surveyed. 

With the aim of making available to the individual candy 
manufacturer the full potential value of the data and methods 
developed by the survey the National Confectionery Industry has 
worked out in collaboration with R. L. Purdon, assistant chief, 
marketing service division, a plan to extend practical application 
of the study as widely as possible throughout the industry. The 
program contemplates a series of conferences between S. L. 
Kedzierski, business specialist of the merchandising research 
division who made the candy cost study, and groups of candy 
accountants representing firms desiring to apply to their own 
operations the distribution cost methods developed in the survey. 

The first application conference is scheduled to take place 
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between the Commerce Department’s representative and cost 
accountants from member firms of the New England Manufac- 
turing Confectioners’ Association. Mr. Kedzierski will meet 
with this group in Boston for several days the latter part of July 
to give detailed explanations and counsel as to the best means 
of applying the distribution costing most effectively to the prob- 
lems of the individual plants. 

Further extension of the cooperative application program 
will follow as arrangements are worked out between the mer- 
chandising research division and the confectionery associations 
in other sections. 

“Distribution Cost Problems of Manufacturing Confection- 
ers,’ while dealing primarily with the candy industry, develops 
general distribution cost principles which are applicable to man- 
ufacturers in many other lines who are faced with the necessity 
of determining relative profit and loss in different phases of 
their marketing operations, according to the department. The 
study is especially notable in that the method of analysis pre- 
sented is capable of wide adaptation to individual needs with a 
minimum of extra expense and maximum utilization of the ac- 
counting records already in use, it says. 

Copies of the report, issued as Distribution Cost Study No. 
10, may be obtained for 10 cents from the Government Printing 
Office, Washington, D. C., or from district offices of the Bureau 
of Foreign and Domestic Commerce in principal cities of the 
country. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended June 27 totaled 
759,290 cars, according to the car service division of the Amer- 
ican Railway Association. This was an increase of 20,174 cars 
above the preceding week this year but a decrease of 177,400 
cars below the corresponding week last year and a reduction 
of 337,279 cars under the same week two years ago. 

Loading of revenue freight for the first 26 weeks of 1931 
totaled 18,979,984 cars. This was a reduction of 4,220,592 cars 
or 18.2 per cent under the same period in 1930 and a reduction 
of 6,636,969 cars or 25.9 per cent under the same period in 1929. 

Revenue freight loading by districts the week ended June 











NEW LOS ANGELES WAREHOUSE 











Crooks Terminal Warehouses, owned and managed by Harry 
D Crooks, have been selected to manage the new plant of the 
Overland Terminal Warehouse Company, at Los Angeles, Cal- 
ifornia, now under construction. 

This constitutes the expansion of their warehousing 
activities into a third principal city in the country. They own 
and operate warehousing plants in Chicago and Kansas City. 
The total capacity of the combined operations will exceed 
1,300,000 square feet. Alfred J. Crooks, formerly manager at 
Chicago, will be placed in charge of the Los Angeles ware- 
house, with Gordon Ross, formerly eastern manager, as asso- 
ciate manager. 

The new warehouse is fireproof, class A reinforced concrete 
structure, over 600 feet long, and 100 feet wide, six stories in 
height with basement; total area of floor space 433,000 square 
feet, or approximately 10 acres. 

The warehouse is at Alameda and Ninth streets. This spot 
was selected because of its proximity to the retail jobbing and 
wholesale districts, and because of ‘its automobile distribution 
area and its access to Long Beach and Los Angeles harbors, 
as well as other Southern California cities by rail and motor 
truck highway routes. 

The warehouse is served by two Union Pacific tracks at the 
rear with spotting space for 24 cars with rolling steel doors to 
accommodate each car. On the Ninth street side a recessed 
undercover platform provides truck loading accommodation 
for about 50 trucks at on time. 
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27 and for the corresponding period of 1930 was reported as 
follows: 


Eastern district: Grain and grain products, 5,534 and 5,615; live 
stock, 1,749 and 1,805; coal, 32,405 and 37,279; coke, 1,062 and 1,840; 
forest products, 2,370 and 3,533; ore, 2,046 and 6,091; merchandise, 
lL. C, ., 59,712 and 64,856; miscellaneous, 68,634 and 88,644; total, 
1931, 173,512; 1930, 209,663; 1929, 254,562. 

Allegheny district: Grain and grain products, 2,550 and 2,621; live 
stock, 1,480 and 1,462; coal, 27,822 and 33,716; coke, 2,544 and 4,870; 
forest products, 1,395 and 2,687; ore, 5,474 and 10,939; merchandise, 
L. C. L., 44,421 and 50,285; miscellaneous, 57,525 and 83,125; total, 
1931, 1434,211; 1930, 189,705; 1929, 226,084. 

Pocahontas district: Grain and grain products, 200 and 193; live 
stock, 125 and 189; coal, 34,487 and 35,955; coke, 201 and 337; forest 
products, 837 and 1,158; ore, 152 and 335; merchandise, L. C. L., 
5,972 and 6,785; miscellaneous, 6,430 and 7,673; total, 1931, 48,354; 
1930, 52,625; 1929, 61,836. 

Southern district: Grain and grain products, 2,996 and 3,574; live 
stock, 1,063 and 1,433; coal, 13,965 and 16,833; coke, 337 and 489; for- 
est products, 9,541 and 13,903; ore, 633 and 1,143; merchandise, L. C. 
L., 35,275 and 37,642; miscellaneous, 45,009 and 51,586; total, 1931, 
108,819; 1930, 126,603; 1929, 140,379. 

Northwestern district: Grain and grain products, 7,246 and 8,254; 
live stock, 6,078 and 6,554; coal, 3,391 and 4,028; coke, 771 and 1,542; 
forest products, 7,285 and 11,986; ore, 19,154 and 39,164; merchandise, 
4 C. L., 27,186 and 31,542; miscellaneous, 32,826 and 42,746; total, 
1931, 103,887; 1930, 145,816; 1929, 176,200. 

Central Western district: Grain and grain products, 17,590 and 
21,844; live stock, 6,647 and 7,667; coal, 4,498 and 6,796; coke, 95 and 
184; forest products, 5,879 and 8,715; ore, 2,354 and 2,829; merchan- 
dise, L. C. L., 29,232 and 33,176; miscellaneous, 51,034 and 56,723; total, 
1931, 117,329; 1930, 137,934; 1929, 156,634. 

Southwestern district: Grain and grain products, 5,743 and 6,745; 
live stock, 1,668 and 1,433; coal, 2,619 and 2,914; coke, 69 and 129; 
forest products, 3,314 and 5,965; ore, 339 and 533; merchandise, L. 
C. L., 14,481 and 15,258; miscellaneous, 35,945 and 41,367; total, 1931, 
64,178; 1930, 74,344; 1929, 80,874. 

Total, all roads: Grain and grain products, 41,849 and 48,846; live 
stock, 18,810 and 20,543; coal, 119,137 and 137,521; coke, 5,079 and 
9,391; forest products, 30,621 and 47,947; ore, 30,152 and 61,034; mer- 
chandise, L. C. L., 216,229 and 239,544; miscellaneous, 297,403 and 
371,864; total, 1931, 759,290; 1930, 936,690; 1929, 1,096,569. 


Loading of -revenue freight in 1931 compared with the two 
previous years follows: 


1931 1930 1929 

Five weeks in January........... 3,490,542 4,246,552 4,518,609 
Four weeks in February.......... 2,835,680 3,506,899 3,797,183 
Pour weeks in March... ........0s0 2,939,817 3,515,733 ¢ 3,837,736 
Pour weeks in. April.......0662.0000% 2,985,719 3,618,960 3,989,142 
ive Welds fi BRAG. 05 cccccccceesas 3,736,477 4,593,449 5,182,402 
Four weeks in June... ........000 2,991,749 3,718,983 4,291,881 

EE oS cc inlare eiaenn kee Rareene 18,979,984 23,200,576 25,616,953 


GASOLINE PIPE LINE RATES 


The Great Lakes Pipe Line Co. has filed its I. C. C. Nos. 
7 and 8, effective July 10, extending its service to Chicago, III. 
The first mentioned tariff establishes a rate of $1 a barrel on 
gasoline from Barnsdall, Muskogee, Okmulgee, Ponca City and 
West Tulsa and No. 8 establishes a like rate from El Dorado, 
Kan. The rate applies on gasoline having Chicago as the final 
destination. 

The tariffs provide a method for making rates to dozens of 
destinations beyond Chicago on the basis of a shrink in the 
dollar rate and its application, as a proportional, in the making 
of rates to final destinations beyond Chicago. The shrunken 
proportional to Chicago, when added to the rail rate beyond 
Chicago, is to be equal to the all-rail rate from point of origin of 
the gasoline to the final destination. Thereby the rail adjust- 
ment is not disturbed and the benefit of supposed lower cost 
of transportation of gasoline by pipe line goes to the owners of 
the pipe line who are also supposed to be the owners of the 
gasoline. 

Due to the fact that the dollar rate is for a newly estab- 
lished service the pipe line company was enabled to establish 
it on short notice to the public, the tariffs having reached the 
Commission on July 6. 


TELEPHONE COMPANY EARNINGS 


Reports from 106 telephone companies, each having annual 
operating revenues in excess of $250,000, show that operating 
income for the four months ended with April aggregated 
$93,984,551, an increase of $2,211,099, or 2.4 per cent, as com- 
pared with the corresponding period of 1930, according to com- 
pilations made by the Bureau of Statistics of the Commission. 

Telephone operating revenues decreased from $393,374,021 
in the 1930 period to $389,200,380 in the 1931 period and ex- 
penses dropped from $266,709,479 in the 1930 period to $258,- 
766,004 in the 1931 period, the decrease in expenses having been 
$7,943,475, as against the decrease in revenues of $4,173,641. 

For April the operating income was $24,769,507, as against 
$23,968,463 in April, 1930, an increase of $801,044, or 3.3 per 
cent. Revenues dropped from $100,295,221 in April, 1930, to 
$98,596,314 in April this year, and expenses dropped from 
$67,519,655 in April, 1930, to $64,739,123 in April, 1931. 

At the end of April the number of comapny stations in 
service was 17,151,726, a decrease of 10,473, as compared with 
April, 1930, 
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The Passenger Transportation Laboratory 


Total Rail Passenger Revenue of $600,000,000 Indicated by First Four Months of 1931—Loss of 
52 Per Cent Since 1920—Extensive Experiments of Roads with Cut Fares Gives No 
Conclusive Answer to Problem—Three-Fare Rate Basis Here to Stay on 
Transcontinental Traffic—Bus Traffic Thought to Have Reached 
Maximum Development — Commercial Aviation 


By HOMER H. SHANNON 


holstery are in use on the railroads today,’ says a 

writer in a recent issue of a railroad magazine. Yet, 
in the face of that, is the incongruous fact that the business of 
putting people on that velvet is rapidly losing out as a source 
of income. The question may occur as to whether that is 
happening because of that seven thousand miles of highly pro- 
cessed goat wool, or in spite of it. 

Passenger revenues in 1931 will be slightly over 600 million 
dollars, for class I railroads, if the same relation prevails at 
the end of the year between the business of that period and 
that of 1929 as has been established for the first four months 
of the two years. In 1920, total passenger revenues were, 
roughly, 1,305 million dollars—a loss of 52.5 per cent between 
the hypothetical 1931 figure and the figure for eleven years 
earlier. 

The year 1929, economically speaking, was a good year. 
Passenger revenues in that year were approximately a third 
less than in 1920, so the picture is not exclusively a depression 
commentary. Further, freight revenue the first four months of 
1931 represented a decrease of 27 per cent under that of the 
same period in 1929. Passenger revenue the first third of this 
year was approximately 32 per cent under the corresponding 
figure for 1929. 

Statistics of that nature are giving railroad passenger 
departments a continuous series of nightmares—at least it would 
not be unreasonable to suppose they are. The figures are 
being scrutinized with an intensity that figures have seldom 
had to put up with; they are being analyzed and re-analyzed— 
added one way and then another; still they tell a discourzging 
tale. 

But the passenger traffic departments have been doing more 
than scrutinize figures. They have been trying to devise ways 
and means, as has been reported in these columns before. They 
have been “experimenting” on a Herculean scale. There has 
been a vast proliferation of railroad excursion rates. There 
have recently been literally thousands of such rates in each of 
the territories into which the country is divided, and the 
number seems to be increasing. Prices have ranged almost 
from the soap coupon level up to an approximation of the 
standard fare. But, in reality, these excursion rates do not 
represent the experimentation that has been going on. Special 
occasion, short-time, round-trip rates have always been made, 
in an effort to stimulate travel. That effort has simply been 
extended. 


é ‘N EARLY seven thousand miles of mohair velvet up- 


What Should an Experiment Do? 


An experiment, says Webster, “is a special observation 
made to confirm or disprove something doubtful, especially one 
under conditions determined by the experimenter; or act or 
operation undertaken in order to discover some unknown prin- 
ciple or effect, or to test, establish, or illustrate some suggested 
or known truth.” 

The word “experiment” has been attached by the passenger 
traffic departments in recent months to numerous reductions in 
basic fare made for certain periods. One of the most important 
of these was concluded July 1 without, so far as the world 
knows, the “unknown principle” having been discovered. It is 
a reasonable presumption that the purpose of the experiments 
was to discover a way in which dwindling passenger revenues 
might be enriched. The evidence accumulated by the Frisco 
and other western lines out of their recent experiments, if it 
does not show that a low coach fare is not the way, at least 
still leaves that matter in doubt. It points one way or the 
other, depending on whom you ask. But there is the fact that 
the Frisco reinstated the standard rate of 3.6 cents a mile the 
first of July, after giving a two-cent coach fare a trial of five 
months, and that the Milwaukee, Rock Island, and Chicago and 
North Western have discontinued their experiments with two- 
cent coach rates, which they were conducting on isolated 
divisions of their respective systems. 





“On February 1, 1931, the special coach fares in question, on 
a basis of approximately 2 cents a mile, were established in 
the belief that an experiment should be made to determine if the 
rail carriers could not prevent the constant and progressive 
decrease in passenger revenues,” says the application of the 
Frisco to the Commission to restore the old basic fare of 3.6 
cents a mile for coach travel. “And this experiment was made 
with the sincere belief that the rail carriers would regain traffic 
diverted to other forms of transportation to such an extent that 
additional revenue would be created,” continues the application. 


“The result of the experiment for the period of February, 
March and April, 1931 (the application was made in May), has 
been such that we are constrained to admit that the experiment 
has not accomplished its purpose,” says the statement some- 
what sadly. “.... The experimental coach fare of approximately 
2 cents a mile has not resulted in creating additional revenue, 
but has caused a decrease in the revenues of the Frisco Lines, 
which is greater proportionately than the decrease in passenger 
revenues of our neighbors.” 


“But,” say some passenger traffic officials, “the experiment 
was not made at the right time. It is unfortunate it was made 
in a period of depression.” Others are of the opinion the result 
would have been the same. Still another official said the Frisco 
experiment was not well advertised. “The man at Kokomo, 
Ind., who was going down into Frisco territory probably took 
a bus to destination because he had not heard of the cut rail 
rate,” this official said. “The news didn’t get outside the 
territory. We should have a territorial experiment—all lines 
in a given territory reducing their rates to the two-cent level 
and letting the world know about it. That would show some- 
thing.” 

The Frisco “Experiment” 


One of the essentials of an “experiment,” as defined by 
Webster, is that the observation be made under “conditions 
determined by the experimenter.” Proper revelation of the 
unknown principle or effect depends on that. The conditions 
of the Frisco experiment were not properly determined, in the 
opinion of those who still believe the two-cent fare is the 
answer they are seeking. But that, at best, is only opinion. 
Certain facts are available as a result of the Frisco experience. 
They were summarized in the application to the Commission as 
follows: 


The statement attached shows that in January, 1931, the month 
prior to the period in which the 2-cent coach fare was in effect, the 
average number of passingers handled a day by the Frisco Lines 
was 4,046, and the average daily passenger earnings were $17,524. 

In February, 1931, with the 2-cent coach fare the average num- 
ber of passengers a day increased to 5,388, and the average passen- 
ger earnings decreased to $16,988 per day. 


In the month of March, 1931, the average number of passengers 
a day was 5,450, which was greater than in February, but the aver- 
age daily passenger earnings decreased to $14,874, more than $2,000 
per day less than in February. 


Statistics showing the number of passengers handled in April, 
1931, were not yet available, but the average daily passenger earnings 
were $15,928. 


Further indication of the result of the experiment is furnished 
by a comparison of the decreases in passenger earnings of the Frisco 
Lines with the earnings of the Missouri Pacific Railroad and Missouri- 
Kansas-Texas Railroad for the months of February, March and April, 
1931. The Missouri Pacific Railroad and Missouri-Kansas-Texas Rail- 
road are selected for comparison for the reason that they traverse 
to a very large extent the same territory traversed by the Frisco 
Lines, and these two railroads maintained coach fares generally on 
the basis of 3.6 cents a mile during the period of February, March 
and April, 1931, when coach fares in effect between all points on the 
Frisco were on the basis of approximately 2 cents a mile. 


The decrease of the passenger revenues of the Frisco is pro- 
portionately greater than the decrease of the passenger revenues of 
the Missouri Pacific Railroad and Missouri-Kansas-Texas Railroad, 
and demonstrates in our judgment that the experimental coach fare 
of approximately 2 cents a mile has not resulted in creating addi- 
tional revenue, but has caused a decrease in the revenues of the 
Frisco Lines which is greater proportionately than the decrease in 
passenger revenues of our neighbors, notwithstanding the fact, that 
the Frisco Lines undoubtedly enjoyed certain traffic which might 
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normally move via other railroads if these other lines had also adopted 
coach fares on the basis of 2 cents a mile. 


Figures for April show that system passenger revenue of 
the Frisco amounted to $458,139, as compared with $647,245 in 
April 1930. Total revenue the first four months of 1931—only 
the last three of which were experimental months—was $1,905,- 
256, as against $2,973,679 in the same period of 1930. 

The low fare increased travel over the Frisco, but not 
sufficiently to compensate, in a revenue sense, for the reduced 
rate. An increase of 80 per cent in travel would be necessary 
to obtain the total gross revenue out of a 2-cent rate as would 
be received from the standard rate of 3.6 cents. 

Further analysis shows that the passenger revenue in April 
of this year represented a decrease of 29 per cent under the 
revenue received the same month .a year earlier. For the 
first four months of this year, the Frisco revenue was approx- 
imately 35% per cent under the same figure a year earlier. 
Passenger revenues of all class I railroads in April of this 
year showed a decrease of 20.7 per cent under that of the cor- 
responding month of 1930 and the drop for the four months, 
1931 as against 1930, all lines, was 23.3 per cent. 

It appears that the Frisco experiment cost that line several 
hundreds of thousands of dollars. 


The Three-Fare Plan 


Results of a different character have been obtained from 
another low-fare experiment of at least equal and, perhaps, 
greater significance. The three-fare basis of rates applicable 
to transcontinental travel was not only kept in for the full 
six months, beginning January 1, of the “experiment,” but has 
been extended, and, in the opinion of W. J. Black, passenger 
traffic manager of the Santa Fe, who was the chief provocateur, 
in the matter, will remain a permanent fixture of the trans- 
continental rate structure and should be applied to all long-haul 
passenger travel. 

Not only has the three-fare plan to and from the west coast 
been continued, but, effective July 1, a further reduction was 
made in the lowest classification, based on the experience of 
the preceding six months. 

The rate from Chicago to the west coast for coach travel 
was fifty dollars. That has been reduced to forty dollars— 
substantially under two cents a mile. Corresponding reductions 
were also made between the other points, between which the 
three classes of fares apply. 

“There isn’t any doubt in my mind but that we are money 
ahead,” said Mr. Black when asked about the result of the first 
six months of the three-fare plan. “The economic situation 
makes it difficult to make revenue comparisons, but we’re sat- 
isfied we have money in the box because of our intermediate 
and coach rates.” 

Santa Fe passenger revenue in the first four months of 
this year was, roughly, 22 per cent under that of the same period 
a year before, Mr. Black said. January was the worst month 
in that regard, with an improvement of from 2% to 3 per cent 
a month after that. The revenue comparison, however, is 
not wholly proper as a measure of the success of the cut rates, 
Mr. Black pointed out, as train service was substantially re- 
duced in the interval between the months compared. 

Discussing the general problem of declining rail passenger 
revenues he expressed it as his opinion the revenue peak of 
1920 will not again be reached. ‘People traveled like drunken 
sailors then. Everyone had money,” he declared. ‘Our busi- 
ness will increase, though, when business is normal. The bus 
has been developed to its maximum.” 


“Bargain” Rates 


Perhaps of next importance among the fare experiments 
that have been made recently was that conducted by the lines 
in the Western Passenger Association in April. “Bargain” 
rates, on a point-to-point basis, were offered by all the lines in 
the territory between Chicago and the Missouri River. Round- 
trip tickets good in coaches were sold at approximately 60 per 
cent of the one-way rates, and round-trip tickets good in 
sleepers and parlor cars were sold at the straight one-way fare. 
A life of ten days, considerably longer than usually applies in 
such cases, was given the tickets. 

In addition, on the same days, the Illinois Central applied 
the extremely low excursion rates to its entire system. 

A number of lines that participated in the April experiment 
reported revenue losses as a result. Others said they made 
a little money. Experience apparently varied. But the contrast 
between those reports and that of the Illinois Central is at least 
interesting and perhaps even suggests the whereabouts of that 
elusive “unknown principle.” 

According to J. W. Stevenson, assistant general passenger 
agent of the Illinois Central, the excursion was such a big 
success that another like it is being planned. Ticket sales on 
the two days totaled $75,000, he said, of which about $35,000 
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was new business, or revenue that would not have come in 
otherwise.—Someone with the necessary time can figure out 
the increase in travel needed to give that result in revenue.— 
Deducting $5,000 from the $35,000 of new business, for expense 
of advertising the low rates and for operating extra trains, leaves 
a clear profit of $30,000 as the monetary reward of the experi- 
ment, as figured by Mr. Stevenson. 

The fact that it was a system program—which was not the 
case with the other lines participating—and that the Illinois 
Central went to great pains to see that the rates were adequately 
publicized from end to end of its line (principally by means of 
hand bills) were credited by Mr. Stevenson for the successful 
outturn. 

Rail Problem Remains 

But, after all the information thus far available is in, there 
still appears to be no conclusive answer as to whether low 
coach rates will or will not assist in the problem faced by the 
rail passenger departments—that of terminating the “persistent 
and progressive” decrease, year by year, in passenger revenues. 
One is still inclined to ask: “What of the future? Where will 
rail passenger travel be in ten years?” Another ten years like 
the last would be disastrous. It is certain that the railroads 
would be even less than the “backbone” of the total transporta- 
tion skeleton, so far as passenger travel is concerned—despite 
assurances to the contrary. As a matter of fact, even now, 
perhaps the principal public agency of passenger travel, the 
private automobile, is producing a great many more passenger- 
miles than are the railroads. The bus has taken more than 
fifty per cent of coach travel, and commercial aviation is just 
now beginning to hit its stride. Up to the present, travel in 
Pullman and parlor cars has not fallen off nearly so rapidly 
as that in the coaches. The peak for total passenger revenue 
was reached in 1920, but, as indicated by receipts of the Pull- 
man Company, the peak of the sleeper and parlor car business 
was not reached until 1926. The revenue from that class of 
travel the first four months of 1931 represented a decrease of 
only about 17 per cent under the same period of 1930, as con- 
trasted to more than a 23 per cent drop in all passenger revenue. 
But it is that business, primarily, the growing aviation interests 
will feed on. 

Large-Scale Air Travel 


“There can be no question of the future of air transporta- 
tion in this country,” said a report of the standing committee 
on commercial aviation of the American Association of Pas- 
senger Traffic Officers at the last annual meeting of the asso- 
ciation. “American business and the American public have 
tested its tremendous advantages. The problems which lie 
ahead are those of any developing industry, and commercial 
aviation is going through a period of development similar to 
that of the railroads in the early days of their history. More 
of our railroads have come to see the possibilities in the future 
of air transportation as not entirely a competitor, but as an 
auxiliary and necessary link in the transportation web of our 
country. . . . The developments clearly indicate the continued 
growth in passenger travel by air. While the rail lines may 
not feel seriously the trend of travel away from the rails and 
into the air for several years in the future, nevertheless, it is 
evident that the airways, with intensive airplane competition, 
are likely to develop even more rapidly than did the highways 
with automobile and bus competition.” 

Despite the rather dark implications for the railroads there 
—and the report might be presumed to represent the best pro- 
fessional judgment obtainable—there is still a good deal of 
ground for believing that the resources of the railroads are not 
played out. One of the most suggestive things in that con- 
nection is the “air-conditioned” train or cars that have recently 
gone into service. Possibilities of ‘traveler comfort” are sug- 
gested here that it will be difficult to duplicate in planes. Too, 
it has been said that if the railroads really accept the challenge, 
trains running on schedules requiring speeds of 100 miles an 
hour are not an impossibility. 

At least, it is thought, railroad passenger departments will 
have to move that fast to overtake the problem before them. 


RETURN TRANSPORTATION FOR DROVERS 


Shippers of live stock into Chicago from within a radius 
of 200 miles will receive return transportation from the Chicago 
& North Western Railway for drovers accompanying one-car 
shipments after August 1, according to H. W. Beyers, vice-presi- 
dent. Heretofore shippers have had return transportation only 
when having two or more cars for the market. 

The change will be tried for a year on an experimental 
basis. It will be continued if it proves satisfactory. 

The Chicago & North Western is also working on a plan to 
reduce minimums on live stock shipments into the city so that 
smaller lots of live stock may be routed by rail. Something 
along that line will be offered in a short time, it is stated. 
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NEW HAVEN FIGHTS TRUCKS 


The Commission has authoried the New Haven to take 
what is believed to be the most drastic step ever made by a 
railroad to overcome truck competition. It has authorized it, on 
15 days’ notice, to establish a rate of 35 cents a hundred pounds, 
minimum 60,000 pounds, on all commodities named in Official 
Classification I. C. C. No. 5 and supplements thereto except 
on boats, fish, vehicles, explosives, and other dangerous articles, 
between Boston, Mass., and Harlem River, or New York Pier 
No. 37, East River. The tariff requires the shipper to load and 
unload. 

This proposal was to meet the competition. of trucks, which, 
according to the application, had offered rates as low as 40 
cents a hundred pounds, including pick-up and delivery service. 
How great a slash has been made in the class rates by this 
proposal is shown by the fact that the class rates applicable 
on many of the commodities that may be loaded into a car 
under the new tariff are as follows: 66, 60, 50, 38, 27, 21.5, 51, 
40 cents to Harlem River. The class rates to Pier No. 37 are 
the same for the first four classes and the last two. The fifth 
class rate to Pier No. 36, however, is 27.5 cents instead of 27 
and the sixth class is 22 cents instead of 21.5 to Harlem River. 

The immediate reason for this application was furnished by 
the submission to the New England Freight Associaiton of a 
proposal by the Eastern Steamship Lines, Inc., to establish the 
35-cent rate between Boston and New York (Piers Nos. 18 and 
19, North River) in lieu of class rates the same as those to 
Pier No. 37. The New Haven application says that the steam- 
boat rate will be published in a Shipping Board tariff which 
does not require the statutory notice of 30 days, to which the 
railroads are subject. 


“The subject of competing with motor truck operations 
between Boston and New York has been under consideration 
for some time,” says the New Haven application. “Our records 
show a continual diversion of traffic from our rails to the 
motor trucks. We know of motor truck rates from New York 
to Boston as low as 40 cents per 100 pounds, including pick-up 
and delivery service. We are satisfied that a rate such as will 
be established by the Eastern Steamship Lines is necessary to 
compete with the motor trucks under present-day conditions. 
The Eastern Steamship Lines are not agreeable to making the 
effective date far enough in the future to permit this company 
to establish the rate effective the same date on statutory notice. 
This makes it necessary for us to seek assistance from the 
Commission in the way of special permission to publish the 
item set forth in this application effective not earlier than July 
1, 1931, on three days’ notice. Failure in establishing the rate 
effective on the same date as the Eastern Steamship Lines’ 
rate will very likely force traffic to the steamship route that 
would ordinarily move in rail sérvice. 

“There appears to be, without question, sufficient justifica- 
tion for granting this petition. We trust the Commission will 
do so, thereby permitting the New Haven road to meet a con- 
dition growing out of a necessity to compete with a water car- 
rier that may reduce rates without any limitation as to notice 
and also with unregulated motor trucks.” 


WORLD’S MOTOR VEHICLES 


World registration of motor vehicles as of January 1, 1931, 
totaled 35,805,632, of which 26,697,398 were registered in the 
United States, according to a world census by Charles F. Bald- 
win, assistant chief, automotive division, Department of Com- 
merce. 

The census reveals a per capita registration of one motor 
vehicle for every 54 persons in the world, with the United 
States credited with one registration for every 4.59 persons 
against one for every 200 persons resident in all foreign coun- 
tries, says the department, which adds: 





Despite the adverse economic conditions prevailing throughout 
the world during 1930, registration of motor vehicles increased by 
678,234 over 1929. 

f the total registrations, passenger cars accounted for 29,933,137, 
busses, 241,027; and motor trucks 5,531,468. 

The United States ranked first in the number of motor vehicles 
registered and was followed by France with 1,459,650; England, 1,308,- 
272; Canada, 1,224,098; Germany, 679,300; Australia, 563,657; Argen- 
tina, 366,324; Italy, 291,587; Brazil, 199,570; and Spain and the 
Canary Islands, 189,650. 

The census shows Hawaii to be the most densely motorized region 
outside continental United States with one motor vehicle for every 





seven residents. Spitzbergen, a group of islands in the Arctic Ocean, 
has but one motor vehicle, a truck. 

Canada and New Zealand shared first place among foreign coun- 
tries in the proportion of motor vehicles to population with one regis- 
tration for ever eight persons and was followed by Australia with 
one registration for every 11 persons. 

Yemen and Oman, in Arabia, China, Ethiopia, and the Solomon 
Islands had fewer cars in proportion to population than any other 
countries covered by the census. 


The more static condition of world registrations of motor 
vehicles, according to Mr. Baldwin, is attributable partly to the 
world depression and partly to the fact that in some countries, 
especially in the United States, many automobile sales do not 
contribute to an increase in total registrations. 

“As the motorization of the world progresses,” Mr. Baldwin 
said, “the replacement trade in motor vehicles naturally be- 
comes of greater importance. This is evidenced in the latest 
census, which shows an increase in the number of motor ve- 
hicles registered considerably smaller than the world production 
of 4,109,231 during 1930. 

“Deducting from this figure the increase in registrations 
during the year of 678,234 leaves 3,430,238 motor vehicles, rep- 
resenting the number which had been scrapped or otherwise 
withdrawn from operation during the year and also stocks held 
by dealers throughout the world at the end of 1930.” 

The census not only reveals the advances made during 1930 
in supplying motor transportation to the less developed regions 
of the world, but discloses many markets where the small ratio 
of vehicles to population indicates the potential demand for 
automobiles to assist in economic development, Mr. Baldwin 
says. 

The comparatively small increase in world registrations, he 
adds, undoubtedly reflects to some extent the reduced sales in 
1930, but it has another and more significant meaning, namely, 
that the motor vehicles already in operation throughout the 
world are being used longer than usual and that this abnormal 
usage is building up a back-log of future sales which will pro- 
vide a powerful stimulus to the recovery of the overseas trade 
in automotive products. 


TRUCK COMPETITION EXPERIMENT 


The railroads in the far northwest have devised a new 
scheme in the experiment of reducing rates to meet truck 
competition. By J. S. Henry, their tariff publishing agent, they 
have asked sixth section permission to publish, on one day’s 
notice, a rate of 20 cents a hundred on all freight embodied in 
item No. 1090 in Henry’s I. C. C. No. 322, except acids, perish- 
ables, live stock, automobiles and a few other things not lend- 
ing themselves to easy or dense loading, between Seattle, Wash., 
and Portland, Ore., for an experimental period ending with 1931. 

The aim, as set forth in the application, is to determine 
if traffic can be recovered from motor trucks and retained not- 
withstanding the pick-up and delivery service afforded by the 
trucks. The 20-cent rate is to provide service from station to 
station. 


This rate of 20 cents is to replace rates of 25 and 30 cents, 
on a minimum of 30,000 pounds. The minimum on the 20-cent 
rate is to be 40,000. The application said that the experiment 
with the 25 and 30 cent rates had been partly successful in 
obtaining some business that theretofore had been taken by 
trucks. 

The tariff was prepared with a view to having it become 
effective on statutory notice, but before it reached the files 
of the Commission it was decided to ask for permission to make 
it operative on one day’s notice. 


NEW BUSSES FOR RAILROAD TRANSFER 


A departure from the style of bus used in transferring rail- 
road passengers between railroad stations in Chicago for the last 
seventy-eight years has been made by the Parmelee System. 
Even the present day motorized bus, with the exception of the 
horse equipment, resembled the body of the omnibus which 
has been a familiar sight in the streets of the city for two gen- 
erations. In cooperation with the railroads, the Parmelee 
System has had built for its purpose a new type of limousine 
coach which, carrying less passengers than the old time 
omnibus, gives greater mobility. One of the new features in 
this coach is the luggage carrier in the rear, where all hand 
baggage is secure under lock and free from the elements. The 
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new type coach comfortably seats six passengers beside the 
driver and will handle conventiently the hand baggage for that 
number of people. 


DOOR-TO-DOOR DELIVERY 

The Northern Pacific has announced, through its western 
traffic manager, J. L. Burnham, that, effective July 10, it will 
give door-to-door freight delivery service between the Seattle- 
Tacoma territory on the west and Yakima Valley from Cle Elum 
to Kennewick east of the Cascade Mountains. The service will 
be conducted by the Northern Pacific Transport Company, a 
subsidiary corporation owned by the railway. Mr. Burnham 
said that transport company was arranging with bonded local 
trucking companies to call for freight and transport it to the 
railway, and from the railway direct to the consignee’s doors. 


CONTAINER SERVICE INVESTIGATION 


The Commission, in No. 21723, the container service case, 
has instituted an investigation into the rates, rules, and regu- 
lations of the Chicago, North Shore & Milwaukee incident to 
its ferry truck service, about which the Chicago & North West- 
ern complained on the ground that it could not compete be- 
cause of the Commission’s ruling in the container case. 








AIRCRAFT PRODUCTION IN 1930 


Aircraft, engines and equipment valued at $61,211,197 were 
produced for both civil and military purposes in the calendar 
year 1930, according to a survey completed by the aeronautics 
branch of. the Department of Commerce. 

“Aircraft manufactured in 1930 included 3,437 airplanes, 
of which 1,078 were monoplanes and 2,359 biplanes,” says the 
branch. “Parts valued at $7,211,992 for airplanes were also man- 
ufactured. The total value of parts and heavier-than- air air- 
craft, exclusive of engines, was $34,545,728. Eleven airships and 
balloons were produced and the total value of lighter-than-air 
aircraft and parts, exclusive of engines was $365,021. 

“During 1930, 4,356 engines were manufactured, valued at 
$17,267,793, While engine parts produced during this period were 
priced at $5,128,261—a total of $22,396,054. 

“Aircraft equipment worth $3,904,394 was manufactured. 
This included 236 sets of pontoons valued at $1,029,060, 8,032 
propellers valued at $1,808,462, and 3,818 parachutes costing 
$1,066,872.” 


MORE AIR MAIL ROUTES 


Postmaster General Brown has announced the extension of 
sixteen additional air mail routes which “when put into opera- 
tion will place the United States far in the lead of any civilized 
nation in the number of miles flown daily by operators of air 
transportation.” Service on the first of the new routes, that 
between New York City and Atlantic City, was scheduled to 
begin July 10. The other extensions follows: 


St. Louis to Memphis; Cheyenne to Denver; Fort Worth to Amar- 
illo; Boston, Portland to Bangor; El Paso to Albuquerque; Omaha, 
Sioux City, Sioux Falls, to Watertown, S. D.; New York to Kansas 
City; Pueblo to Albuquerque; Pueblo to Amarillo; Albany to Spring- 
field to Boston; Albany to New York; Albany to Cleveland; Philadei- 
phia to Atlantic City; Washington to Atlantic City, and Cleveland to 
Nashville. All except the last named route will be a round trip 
service daily. 


When the extensions become effective, said the department, 
there will be a total of 84,771 miles flown each day and the total 
length of air mail routes in the United States will be 29,586 
miles. Commenting further, it said: 


The establishment of these additional lines is another step taken 
by the Post Office Department in the development of passenger serv- 
ice by air. It will afford increased facilities in the shape of speedy 
and safe travel between the big industrial centers of the country. This 
action by the Postmaster General, taken only after an extensive study 
made by him personally, carries out further the intent of Congress 
under the terms of the Watres-McNary act in giving encouragement 
to — aviation and increased use of the air facilities of the 
country. 


INSPECTION OF AIR LINES 


In order to facilitate the inspection of interstate air pas- 
senger lines that have applied to the Department of Commerce 
for certificates of authority to operate, the aeronautics branch 
has increased its air line inspection force from 3 to 12 inspectors 
and has divided the United States into four districts, each of 
which will be in charge of an air line inspection crew, accord- 
ing to Clarence M. Young, Assistant Secretary of Commerce for 
Aeronautics, who outlined the new plan as follows: 


The 12 inspectors have been divided into four crews of three men 
each. Each crew will consist of two air line inspectors who are ex- 
pert pilots and qualified to pass on such matters as equipment, per- 
sonnel and the adequacy of the landing facilities on the routes operated 
and an air line maintenance 


inspector, experienced in the main- 
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tenance of aircraft and equipment. Such crews will be responsible for 
pase inspection of all lines and divisions of lines within their terri- 
ories. 

Prior to this development in the air line inspection procedure, 
the inspectors started at one end of an air passenger route and worked 
through the entire operation. 

The districts have been designated as eastern coast district, 
northern central district, south central district, and western coast 
district. The location of the districts was made with reference to 
the routing of the air lines rather than with regard to state bound- 
aries as each district includes several states and parts of others. 

Crew No. 1 has been assigned to the eastern coast district, with 
headquarters in New York, and will be responsible for the inspection 
of approximately 13 lines and divisions. Crew No. 2, with headquar- 
ters in Chicago, will handle the inspection of about 13 lines and 
divisions in the northern central district. Crew No. 3 has been as- 
signed to the south central district, comprising approximately 138 
lines and divisions, and will be based at Dallas. Crew No. 4 will 
have Los Angeles as its headquarters in the western coast district 
which extends, roughly, west from Cheyenne, Albuquerque and El 
Paso. There will be approximately 20 lines and divisions of lines within 
this district. 

In making inspections under the district plan, each crew will be 
responsible for the inspection of divisions of lines which fall within 
its district, as well as complete lines. When an inspection is made of 
a division of a line which has its headquarters in some other dis- 
trict, a report of its findings to the crew in whose district the air 
transport company’s headquarters is located will be made by the 
inspecting crew. 

Newly established services will be assigned to the various crews 
when letters of authority, which authorize the operation of the line 
pending inspection for certificates of authority, are issued. The 
assignments will correspond as closely as possible with the present 
geographical location of the four districts. 


It is expected that the district plan of inspection will be- 
come effective about the middle of July. 


IMPROVEMENT OF AIRWAYS 


Contracts involving the expenditure of more than $589,135 
tor supplies, equipment and labor on the federal airways system 
have been awarded by the aeronautics branch of the Department 
of Commerce. . These contracts provide for the installation of 
airway rotating beacons and other lights on one complete air- 
way and ten airway sections and for purchase of supplies and 
equipment for use in connection with the airways. 

The airway contracts are for a total of nearly $300,000, and 
the contracts for supplies and equipment, which include such 
items as radio buildings, boundary light globes and cones, gen- 
erators, code beacons, towers, and airway beacons, account for 
the expenditure of the remainder. The airway lighting con- 
tracts, which provide for the installation of airway rotating 
beacons, including the erection of the towers upon which the 
beacon lights will be placed at 10 to 15 mile intervals on the 
routes; placing of concrete directional arrows at beacon light 
sites; installation of boundary and obstruction lights at inter- 
mediate landing fields, and other necessary related work, were 


as follows: 

New Orleans-Atlanta airway (entire airway), R. H. Bouligny, 
Inc., Charlotte, N. C., estimated $43,634. 

Winslow-Albuquerque section of Los Angeles-Amarillo airway, 
William C. Schmitt, Portland, Ore., $15,953.50. 

Albuquerque-Amarillo section of Los Angeles-Amarillo airway, 
Raymond C. Whitlock, Colorado Springs, Colo., $35,882.55. 

Wilmington-New York section of Atlanta-New York airway, 
Hastings and Sanders Construction Co., Ware, Mass., estimated $4,799. 

Phoenix-El Paso section of San Diego-El Paso airway, Airports 
= and Construction Corporation, Dallas, Tex., estimated 
$48,558.40. 

San Diego-Phoenix section of San Diego-El Paso airway, Airports 
Engineering and Construction Corporation, Dallas, Tex., estimated 
$31,643.80. 

Meridian-Birmingham section of Fort Worth-Atlanta airway, 
Dixie Electric Construction Co., Birmingham, Ala., $12,968. 

Jacksonville-Florence section of Jacksonville-Richmond airway, 
Henningson Engineering Co., Inc., Omaha, Neb., $28,000. 

Nashville-Louisville section of Dallas-Louisville airway, Henning- 
son Engineering Co., Inc., Omaha, Neb., $19,137. 

Kingman-Winslow section of Los Angeles-Amarillo 
R. McCormick Construction Co., Joplin, Mo., $32,314.70. 

Daggett-Kingman section of Los Angeles-Amarillo airway, 
Improvement Co., Berkeley, Calif., $7,155.50. 


CHANGE FROM COAL TO OIL 


Announcement is made from the office of President J. E. 
Gorman of the Rock Island Lines, that, beginning immediately, 
all locomotives operating on that railroad south and west of 
Kansas City are to be converted from coal to oil. The program 
includes the construction of roadside stations for fuel oil over 
the lines between Kansas City, Missouri, and Tucumcari, New 
Mexico, and Herington, Kansas, to Ft. Worth, Texas, a total 
distance of 1,061 miles. The conversion will affect 231 loco- 
motives. Oil stations will be located at Topeka, Cline, Caldwell, 
Clay Center, McFarland, Armourdale, and Herington, Kansas, 
and at Haileyville, Hobart, Lawton, Enid, Ardmore, and Anad- 
arko, Oklahoma. The work of converting the engines will be 
done in the Rock Island shops and the working time in the 
shops will be increased beginning July 13. It will require from 
60 to 90 days to complete the conversion. The conversion from 
coal to oil was made on the Arkansas-Louisiana, and Oklahoma 
Divisions of the Rock Island more than a year ago. 
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WHEN THE MIDDLE WEST 
GOES TO SEA 


O to France or Japan, to Scandi- 

navia or British Malay--and there 
you will find the familiar commodities of 
everyday trade in America. 


But, with export trade such a tremendous 
factor in American business, it follows 
that foreign outlets mean no more to us 
than the transportation systems which 
link them to the centers of production. 


For this reason, the schedules of Wabash 
Red Ball freights are as rigorously ad- 
hered to as are the sailing dates which 
must not be missed. Serving one of the 
most productive areas in the world, the 
Wabash plays an important part in inter- 
national commerce. Its fast through 
trains have the effect of bringing the 
factories of the middle West right up to 
the seaports’ wharves. 
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Ocean Shipping News 


OCEAN SHIPPING DEVELOPMENTS 


The Traffic World New York Bureau 


Inquiry in the full cargo grain freight market continues 
slow, but other divisions of the full cargo trades have experi- 
enced one of the most active periods of the entire year in the 
last few days. West Indies time charters, whose activity pre- 
saged the improvement throughout the market, featured the 
advance. The number of charters made was a record for the 
year and in addition rates advanced steadily. Freight brokers’ 
reviews of the market predict that time charters will experi- 
ence a quieter tone for the next few weeks due to the large 
volume of chartering in the period just passed. General time 
charter business, on the other hand, has seen little improvement. 

Rates on grain cargoes from the Gulf advanced slightly as 
indicated by a fixture done on the basis of 2s 344d for Antwerp- 
Rotterdam, and 2s 744d for picked ports United Kingdom for 
July loading. Vessels continue to leave the St. Lawrence in 
ballast and fixtures made indicate a basis of 64%c from Montreal 
to Antwerp-Rotterdam. 

A coal cargo for Pernambuco from Hampton Roads for 
July was reported on the basis of $2.70, with some additional 
part cargoes also taken in this trade. Business to West Italy 
is available for July-August at about $2. 

Requirements for trans-Atlantic sugar cargoes are still in 
sight and new orders are expected to develop shortly. Several 
fixtures were made on the basis of 138s 6d from Cuba to United 
Kingdom-Continent for July-August loading. 

Inquiry for clean vessels in the tankers market improved 
somewhat for both full and part cargoes for July and August. 
Black oil carriers in the gulf-trans-Atlantic trade are in demand, 
but little interest is shown by charterers. Business is available 
for both clean and black oil carriers from the Black Sea to 
United Kingdom-Continent for July and August. 

June was a poor month for the Pacific coast full cargo 
trades. Freight rates experienced further recession, the number 
of charters accomplished was small and business in the basic 
commodities, grain and lumber, continued weak. Considerable 
optimism is felt for the future, however, according to the General 
Steamship Corporation’s review of Pacific freights, due partly 
to the proposed moratorium for Germany, which it is hoped will 
reverse the downward trend of business generally and the 
freight market as well. 

Grain business to United Kingdom-Continent was small in 
volume and liner rates softened somewhat, while except for the 
last few days of the month, there was practically no demand for 
full cargoes. Some inquiry developed at the close of the month 
for grain full cargoes to China and Japan, rates being indicated 
at about $3.00. 

Some slight inquiry for China and Japan has developed in 
the lumber trade and indications are that further business may 
be done in the near future. Rates have receded to about $6.00 
in this direction. In other quarters the lumber market is vir- 
tually stagnant, except for the intercoastal trade where a slight 
improvement is noted, with rates said to be firm at $10.00. 

Other divisions of the Pacific market remain featureless. 

New England shippers will profit by the reduced freight 
rates and store-door delivery and pick-up service recently estab- 
lished by the Merchants & Miners Transportation Company. 
The rates affect goods shipped between Boston or Providence 
and Philadelphia or Baltimore. By arrangement with the Coast- 
wise Express Company, Inc., store-door delivery or pick-up 
service is furnished at substantially the same cost as all-rail 
service with station delivery. 

Store-door delivery and pick-up service has been inaugurated 
by the Nelson Steamship Company in connection with its coast- 
wise service between Seattle and California. The new service 
will not apply at other Puget Sound ports than Seattle for the 
present. The line has been giving store-door delivery between 
Los Angeles and San Francisco for the last few months. 

A corrected version of the Clyde Steamship Co.’s embargo 
circular No. 116 states that instead of service between Jackson- 
ville and Miami being suspended, a biweekly service will be main- 
tained between the two ports, effective from July 1, with sailings 
from Jacksonville on Wednesdays and from Miami on Fridays. 

Restoration of peace in the Far East trade is thought to be 
impossible at present, due to a feud between two of the British 
lines. Recently, when the Kerr Steamship Company, operators 


of the Silver Line, announced the establishment of a new di- 


rect service between United States Atlantic and Gulf ports and 
the Persian Gulf, via the west coast of India, it was made 
known that the Ellerman steamship interests regarded the 
move as an invasion of their territory. Sir John Ellerman has 
since made it known that his company will not be a party to 
any conference in which the Kerr company holds membership. 

This state of affairs has hampered, to a considerable extent, 
the negotiations now under way for eliminating the differences 
which have caused a split in the Far East group. These nego- 
tiations contemplate rationalization of sailings and pooling of 
cargo on a basis which will meet all requirements of shippers 
and gradually restore rates to a normal basis. As a result of 
the open rates which have prevailed since the first of May, all 
of the lines in the trade have suffered heavy losses in spite of 
fairly heavy cargoes. 

Application of the Silver Line for participation in the 
agreement between the American and Indian, Isthmian and 
American Pioneer lines last December was followed by the an- 
nouncement that the agreement which had marked the end of 
the rate war in the Calcutta jute trade had been dissolved. The 
Silver Line made its first sailing in the west coast of India- 
Persian Gulf trade from Galveston and New Orleans last De- 
cember and from New York early in January. 


Intercoastal Agreement 


At a general meeting of the operators in the intercoastal 
trade efforts to reach a tentative agreement among the lines 
not to make any rate commitments more than ninety days 
ahead failed when it was learned that two of the major lines 
had quoted a rate of $9 on eastbound lumber for August. Rep- 
resentatives of the “B” lines in the trade had previously agreed 
on a $10 rate for August. The meeting was held by the com- 
mittee of five appointed at the general meeting of the lines in 
Washington under the sponsorship of the Shipping Board. It 
had also been hoped to bring about an agreement whereby 
commitments for longer periods than ninety days would be 
submitted to the committee under seal so that they might be 
considered and allowed for in any plans for reorganization of 
the Intercoastal Conference. 

The minor lines have recently been depending on the east- 
bound lumber movement as their chief source of income on 
account of the slump in general cargo traffic. Consequently, 
the discovery of the alleged undercutting on lumber by the 
major lines aroused resentment. It is understood that, while 
the committee plans to report progress to the Shipping Board, 
the prospects for agreement on a new basis for reorganization 
of the conference are less bright than they were recently. 

Directors of the American-Hawaiian Line are reported to 
have added their support to that of the Luckenbach Line and 
International Mercantile Marine for Shipping Board regulation 
of intercoastal rates. 


AMERICAN SHIP SERVICES 


“The world war came at the close of a period of nearly 
one hundred years during which the percentage of American 
foreign trade carried in American vessels had steadily declined 
from more than 90 per cent to less than 9 per cent, and vessels 
flying the stars and stripes had almost disappeared from the 
high seas,” says the Shipping Board in a statement reviewing 
the extent of American shipping services today. “The few 
American flag ships which continued to engage in our foreign 
commerce were to be found in trade with the nearby Caribbean 
countries or operating over the more heavily traveled sea lanes 
between the United States and Europe or the Far East. By 
the citizens of the remainder of the world our flag was rarely 
seen on their waters. In those days an American traveler or 
shipper had but to point to the lack of American flag services 
for a valid excuse for the use of vessels of other nationalities. 

“But this condition has changed. A glance at the Trade 
Route map issued by the United States Shipping Board, Bureau 
of Research, discloses that American flag lines have sailings 
from 16 Atlantic coast ports, 18 Gulf ports and 29 Pacific ports, 
while the network of lines and services extending from these 
ports have termini in practically every important foreign and 
non-contiguous port in the world. 

“From New York, our largest port in point of foreign trade 
and shipping, no less than 42 American flag lines operate a total 
of 75 services, and one may choose between 8 American flag 
lines to Europe, 10 to South America, 17 to the Caribbeans and 
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FIELDS 
ARE GREEN 
AGAIN 


SPRING again has come 
to the Missouri Valley, unmindful of 
the echoes of depressions, untroubled 
by worry, undisturbed by human 
uncertainties. 

Spring brings growing things to the 
Valley every twelve months — new 
growth and new wealth, a fresh start 
for crops and men and hopes. 


For hundreds of miles in every 
direction from Kansas City the fertile 
soil again is creating and producing 
as if nothing else mattered —a con- 
tagious spirit that is good for the 21 
millions of us who live within a 
stone’s throw of orchards and grain 
fields and pastures. 


It is the annual start toward an- 
other 3-billion-dollar harvest. 


Kansas City offers many advantages 
to the manufacturer, not the least of 
which is close, wholesome contact 
with this vast producing and consum- 
ing market. 


THE CHAMBER OF COMMERCE OF 


Industrial Committee, Chamber of Commerce, 
Kansas City, Mo.: 

Please send me the Book of Kansas City Facts. I am 
interested in the 


industry. 
Name 
Firm 
Address 
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{I saw your advertisement in Traffic World} 
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Central America, 3 to the Far East, 3 to Africa, 1 to Australia 
and New Zealand, or between a number of others to varied 
points, including 2 round the world services. 

“Other Atlantic coast ports include Philadelphia with 26 
American flag lines; Baltimpre, 25; Norfolk, 18; Boston, 17; 
Newport News, 12; Savannah, 9; Portland, Me., and Charleston, 
S. C., 8 each; Wilmington, N. C., 7, and several other smaller 
numbers of lines. 

“Among the 18 Gulf ports through which American flag 
lines operate, New Orleans has 16 lines; Mobile, 14; Tampa, 
12; Galveston, 10; Port Arthur, 9; Houston, 8; Pensacola, 7; 
Gulfport, Miss., and Lake Charles, La., 6 each; Beaumont and 
Corpus Christi, Tex., 4 each, with seven other ports having 
lesser numbers of services. 

“On the Pacific coast, Los Angeles and San Francisco each 
have 22 American flag lines; Seattle, 18; Tacoma, 15; Port- 
land, Ore., 10; Anacortes, Wash., 7; Astoria, Ore., and Everett, 
Wash., 6 each; Bellingham, Wash., 5; Grays Harbor, Longview, 
Port Ludlow, Wash., and San Diego, Calif., 4 each, while sev- 
eral others have from 1 to 3 services each. 

“The foregoing figures show that the services supplied by 
American lines are well distributed over our three seaboards. 

“As to the foreign destinations of these American services, 
a brief reference to the number of lines entering various for- 
eign ports will be of interest. No less than 15 American flag 
lines operate to Havana with 21 separate services. Honolulu 
and Manila each have 12 lines; Hongkong and Shanghai, China, 
10 each; Yokohama and Kobe, Japan, Cebu and Iloilo, Philip- 
pine Islands, London, England, and San Juan, Porto Rico, 8 
each, while Buenos Aires, Argentina, Montevideo, Uruguay, 
Rio de Janeiro, Brazil, Manzanillo, Cuba, Puerto Colombia, 
Colombia, Port of Spain, Trinidad, Hamburg, Germany, Liverpool, 
England, and Osaka, Japan, have 6 each. Among those to which 
5 separate lines have regular sailings, are Antofagasta, Iquique 
and Tocopilla, Chile, Antwerp, Belgium, Rotterdam, Netherlands, 
Manchester, England, Port Said, Egypt, Santos, Brazil, Cienfue- 
gos, Cuba, and Buenaventura, Colombia. Another group of 25, in- 
cluding ports from Egypt to China or Ceylon and from England 
to Chile, are recorded as having 4 American services each, while 
nearly 50 other ports scattered to the far ends of the earth 
offer regular sailings from 3 American flag lines each, with 
an even greater number showing that one or two lines include 
them as regular ports of call. 

“Of the 40 foreign ports enumerated above today having 
from 5 to 15 American flag services, only 11 had any regular 
services prior to the world war. These were: Havana, 3; 
Honolulu, Manila, Hongkong, Shanghai, Yokohama and San 
Juan, 2 each; and Manzanillo, Antofagasta, Iquique, Tocopilla 
and Antwerp, 1 each. The other 29 had no regular services, 
although approximately 30 other ports, mostly in nearby coun- 
tries or non-contiguous territories, had one or more services. 

“That American flag lines are prepared to furnish frequent 
and rapid transportation for passengers and freight between 
practically every American ocean port and every important 
foreign port in the world today is a reality.” 


WATER CARRIER AGREEMENTS 


The following agreements filed in compliance with section 15 
of the shipping act of 1916 were approved by the Shipping Board 
July 8: 

Standard Fruit & Steamship Company with Tosco Steamship Line, 
Inc. Arrangement for through movement of shipments of flour from 
Houston, Texas, to Cristobal, Canal Zone, via New Orleans. Through 
rate is to be the going rate of direct line steamers, of which Tosco 
Steamship Line is to receive 10 cents per 100 lbs. for transporting 
shipments from Houston to New Orleans. The remainder of the 
through rate is to accrue to the Standard Fruit & Steamship Com- 
pany, which is to bear the cost of transshipment. 

Standard Fruit & Steamship Company with Tosco Steamship Line, 
Ine.: Through billing arrangement covering shipments of flour from 
Houston, Texas, to designated Cuban ports at through rates spe- 
cified in the agreement. Tosco Steamship Line is to receive 10 cents 
per 100 lbs. as its proportion of the through rate and Standard Fruit 
& Steamship Company is to receive the remainder, out of which it is 
to absorb transshipping expense at New Orleans. 

Williams Steamship Corporation with Baltimore Mail Steamship 
Company: Memorandum of an arrangement for handling shipments 
on through bills of lading between United States Pacific Coast ports 
served by Williams Steamship Corporation and Hamburg, Germany, 
with transshipment at Norfolk or Baltimore. Through rates are to 
be the same as current direct line rates and are to be apportioned 
equally between the two carriers, each of which is to absorb one-half 
the cost of transshipment. 

Dollar Steamship Lines, Inc., Ltd., with Transatlantic Steamship 
Company, Ltd.: Memorandum of an arrangement for through han- 
dling of shipments from Atlantic Coast loading ports of Dollar Line 
to Australia and New Zealand, with transshipment at San Francisco. 
Through rates are to be no lower than direct line conference rates. 
To base ports in Australia and New Zealand the through rates are 
to be apportioned equally between the two carriers, while on cargo 
to ports other than base ports Transatlantic Steamship Company is 
to receive the excess of the through rate over the rate to base ports. 
The arrangement is subject to minimum proportion to the trans- 
Pacific carrier of not less than $7 per ton to base ports. Cost of 
transshipment is to be absorbed by the carriers in equal proportion. 
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Williams Steamship Corporation with Transatlantic Steamship 
Company, Ltd.: Provides for through movement of shipments from 
Atlantic coast ports of loading of Williams Steamship Corporation to 
Australian and New Zealand ports of call of Transatlantic Steamship 
Company, with transshipment as San Francisco or Los Angeles Har- 
bor. Through rates are to be no lower than direct line rates and are 
to be apportioned equally between the lines, subject to minimum pro- 
portion of $7 per ton to Transatlantic Steamship Company. The 
through rates and cost of transshipment are to be divided equally 
as between the two lines. 

Dollar Steamship Lines, Inc., Ltd., with Ybarra Line: Arrange- 
ment for through movement of shipments of canned goods and dried 
fruit from Pacific coast ports of call of Dollar Steamship Lines to 
designated Spanish ports via New York. Through rates are to be 
based upon direct line conference rates and apportioned equally be- 
tween the two carriers. Cost of transshipment is to be absorbed by 
Dollar Line out of its proportion of the through rate. 

Dimon Steamship Corporation with Christenson-Hammond Line: 
Through billing arrangement covering shipments from Atlantic coast 
ports to Hoquiam and Aberdeen, Wash., with transshipment at San 
Francisco, Through rates are to be the combination of the local rates 
of Dimon Steamship Corporation plus applicable local or proportional 
rates of Christenson-Hammond Line. Cost of transshipment is to be 
absorbed by Dimon Steamship Corporation except when shipments 
aggregate 50 tons or more, in which case Christenson-Hammond Line 
vessels are to call at Dimon dock or assume cost of drayage to their 
own pier. 

Dixie Steamship Company, Inc. (Dixie U. K. Line and Dixie 
Mediterranean Line) with Lykes Bros.-Ripley Steamship Company, 
Inc. (Southern States Line): Agreement for the carriage of ship- 
ments of rice from ports in the Sabine District to Galveston, Houston 
or New Orleans for transshipment to various foreign destinations 
when no regular sailing by the on-carrying line is available from the 
port at which the shipments originate. The carrier transporting ship- 
ments from port of origin to transshipment port is to receive 15 cents 
per 100 lbs. out of which it is to absorb expense of effecting delivery 
to the on-carrying line at port of transshipment. Through rates on 
shipments moving under the agreement are to be the regular ocean 
rates from port of transshipment to destination plus 15 cents per 
100 Ibs. 


Agreement modifications approved follow: 


Transpacific Passenger Conference, of which the American Mail 
Line, Canadian-Australasian Royal Mail Line, Canadian Pacific Steam- 
ships, Ltd., Dollar Steamship Lines, Inc., Ltd., Los Angeles Steam- 
ship Company, Matson Navigation Company, Nippon Yusen Kaisha 
and Union Steamship Company of New Zealand, Ltd., are members. 
The modification proposed is to establish a committee on passage 
fares and rates of commission to deal with proposed changes in fares 
or rates of commission submitted by member companies of the Orien- 
tal Group of the conference. 

Luckenbach Steamship Company, Inc., with Union Clan Line: 
Modification of agreement, approved by the board July 16, 1930, pro- 
viding for through movement of shipments of canned goods, canned 
asparagus and dried fruit from Pacific coast ports to South and East 
African ports, with transshipment at New York. The through rate 
to Beira under the agreement as approved is $1.55 per 100 Ibs. on 
canned goods and $1.40 on canned asparagus. To each of the other 
ports named in the modification the through rate on both canned 
goods and canned asparagus is $1.15. By the modification submitted 
the carriers propose to reduce the rates on these two commodities to 
Beira and to increase the rates thereon to all of the other ports 
named except Mombasa. No change is to be made in the existing 
rates on dried fruit. 


Dollar Steamship Lines, Inc., Ltd., with Swedish American Line, 
Swedish America Mexico Line and Transatlantic Steamship Company: 
Modification of agreement for through movement of canned goods, 
dried fruit and apricot kernels from Pacific coast ports to Gothenburg, 
Stockholm, Malmo, Helsingburg, Lulea and Norrkoping, Sweden, with 
transshipment at New York, approved by the board April 22, 1931. 
The purpose of the modification submitted is to extend the agreement 
to cover shipments to all ports in Sweden and Finland. 


Cancellation of the following was approved: 


The Booth Steamship Company, Ltd., with Lamport & Holt, Ltd.: 
The agreement cancelled provides for spacing of sailings and appor- 
tionment of earnings in the trade between United States ports and 
Amazon River and other South American ports and was approved by 
the board January 3, 1924. Approval of cancellation of the agreement 
was requested because of mutual agreement of the parties to termi- 
nate same. 





PANAMA CANAL TRAFFIC 


(Panama Canal Record) 


Commercial traffic through the canal during the month of 
May, 1931, with 428 transits, was the lowest May traffic since 
1925, when 372 vessels aggregating 1,847,682 net tons (Panama 
Canal measurement), and carrying 1,823,042 tons of cargo were 
passed through. In comparison with May, 19380, traffic for the 
past month declined 51 transits (10.6 per cent), 233,674 net tons 
(9.7 per cent), and 336,164 cargo tons (16.2 per cent), and in 
comparison with May, 1929, decreased 96 transits (18.3 per 
cent), 311,946 net tons (12.5 per cent), and 611,387 cargo tons 
(24.1 per cent). 


FOREST PRODUCTS, SOVIET AND SUBSIDY 


According to Wilson Compton, manager of the National 
Lumber Manufacturers’ Association, United States government 
mail subsidies are in effect being applied to encourage the im- 
portation into the United States of Russian pulpwood, lumber, 
and other products of communistic industry. 

“Take the case of the S. S. Minnequa,” said Mr. Compton, 
“which recently landed a cargo of pulpwood in Albany, not- 
withstanding our protest. This American flag vessel received 
a cash postal subvention of $15,700 for the trip from New York 
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to Leningrad and return. Such a subsidy makes it possible for 
low freight rates to be offered to the Russian government for 
the transport to the United States of forest products made from 
confiscated forests by timber-workers who if not convicts are 
‘forced’ or ‘exile’ workers, such as dispossessed peasants. Pulp- 
wood being on the U. S. free list, the native product has little 
chance in competition with products which represent no invest- 
ment, are tax-free, produced by involuntary labor paid low 
wages in depreciated rubles, and moved by American ships sub- 
sidized by American taxpayers. Among these taxpayers are, of 
course, the producers themselves of American pulpwood who are 
thus involuntary and indirect contributors to the subsidizing of 
their most demoralizing competition.” 


OVERSEAS LINE TO CALL AT ALBANY, N. Y. 


The Shipping Board has authorized the operator of the 
American Hampton Roads Line to make calls for cargo at Al- 
bany, N. Y. This line is operated by the Southgate-Nelson Cor- 
poration, Norfolk, Va., and has been sold to this concern but 
not yet delivered. The line maintains service between north 
Atlantic ports of the United States, other than New York, and 
London, Leith, Dundee and Hull. It is the first line to seek estab- 
lishment of regular overseas service from the Hudson River port. 
The American Hampton Roads Line has four steel cargo steam- 
ers, the Capulin, City of Flint, Lehigh and Quaker City. 


SMALL CRAFT TO BE SOLD 


The Shipping Board has authorized the Merchant Fleet Cor- 
poration to prepare advertisements looking to the sale of seven 
small vessels, such as tugs, lifeboats, barges, no longer necessary 
in connection with Fleet Corporation operations. 


AMERICAN SHIPBUILDING 


American shipyards were building or under contract to 
build for private shipowners, June 1, 121 vessels aggregating 
369,685 gross tons, compared with 183 vessels aggregating 
396,886 gross tons on May 1, according to the Bureau of Naviga- 
tion of the Department of Commerce. Of the total 25 of the 
vessels were sea-going ships of 1,000 gross tons and over, 
aggregating 301,606 tons. 


APPEALS FOR USE OF U. S. VESSELS 


Unless the American people generously use American flag 
ships all the work that has already been done in establishing 
the lines and in transferring them into private American owner- 
ship will have been done in vain, according to T. V. O’Connor, 
chairman of the Shipping Board. In a letter to Paul W. Chap- 
man, president of United States Lines, Inc., the chairman em- 
phasized the importance of Americans using American flag 
ships if the American merchant marine was to be a success. 


IMPROVEMENT OF WATERWAYS 


An allotment of $59,000 for work on the Missouri River, 
Sioux City, Ia., to Fort Benton, Mont., has been approved by 
Secretary of War Hurley. The money will be used for repair 
and construction of revetment at Deapolis Bend and Mann- 
haven. 

Secretary of War Hurley has approved an allotment of 
$185,000 from river and harbor funds for procurement and con- 
struction of necessary plant and equipment for the operation 
of two new dredges on the Missouri River, Kansas City to the 
mouth. Under date of June 18 the Secretary authorized allot- 
ment of $900,000 for the construction of the two dredges “for 
use in maintenance of the channel at the various bars, by 
dredging of shoals arising from the abnormal silt-bearing char- 
acteristics of the Missouri River.” 

An allotment of $70,000 has been approved for the Kansas 
City district. The department said the district engineer at 
Kansas City was engaged in a survey of the Missouri River 
between St. Joseph, Mo., and Sioux City, Ia., to obtain exact 
detailed information for the layout and design of regulating 
works. 

Secretary of War Hurley has approved an allotment of 
$20,000 for dredging Black River, Mich., in connection with 
the improvement of Black River beginning at the Grand Trunk 
Railroad bridge at Port Huron and extending upstream a dis- 
tance of about 2,300 feet. 


EMERGENCY BOARD REPORT 


The Board of Mediation has made public the report of the 
emergency board appointed by President Hoover to investigate 
the dispute between the Louisiana & Arkansas and its shopmen. 
The board said it felt that the carrier should not disturb the 
wage structure that other carriers were maintaining. 


Questions and Answers 


N this column will be answered questions of both legal and practical 

nature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A traffic man of long experience and wide knowl- 
edge will answer questions relating to practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washingten, D. C. 
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Tariff Interpretation—Combination Rates 


Maryland.—Question: We would appreciate your opinion as 
to what is the proper combination of rates to apply on traffic 
moving under the following conditions: 

A miller shipped grain from A to € on a rate of 30% cents 
per hundred pounds. This traffic routed via B, at which point 
it was stopped for milling in transit, which was provided for 
in tariff upon payment of one-half cent per hundred pounds. 
This traffic was not for actual consumption at C, but was re- 
consigned to D on a local rate of 9 cents, the local class rate. 
There was applicable at the same time a commodity rate of 
27 cents from A to B and also a commodity rate from B to D 
of 27 cents, on grain products. 

Answer: Under the application of the milling-in-transit 
tariff and the reconsigning tariff, a shipment from A to D, milled 
in transit at B and reconsigned at C, is, in effect, a through 
movement from A to D. 

In the absence of a through rate from A to D, the lowest 
combination of rates applicable via the route of movement is 
the legal rate, in accordance with rule 55-B of the Commission’s 
Tariff Circular No. 20. 

In our opinion, the rate of 3914 cents, based on the ccm- 
modity rate of 30% cents from A to C and the class rate of 
9 cents from C to D is the applicable rate, this being the lowest 
combination of specifically established rates. 

See, in this connection, Stearns & Culver Lumber Co. vs. 
C. M. & St. P. Ry. Co., 39 I. C. C. 470, on page 471 of which case 
the Commission said: 

All of these shipments moved through Louisville, Ky., and Pensa- 
cola, Fla. No joint through rates were in effect, and charges ap- 
parently were collected on the basis of the rates applicable to and 
from the Ohio River. When the first seven shipments were moved, 
lower combination rates were in effect over the same routes, based on 
Pensacola, and as there was no tariff authority for the application of 
the Ohio River combinations in preference to the combinations on 
Pensacola, the lower combinations based on Pensacola were legally 
applicable. Three of the shipments described included castings. No 
published interstate rate was applicable on castings from Pensacola 
to Milton. The legal rates were applied to the two shipments last 


named, but the rate applied to the third from the last shipment was 
not legally applicable. 


Conversion—Refusal to Permit Inspection of Order-Notify Ship- 
ment on Instructions of Shipper 

Georgia.—Question: Please give us your opinion regarding 
a carrier’s liability and cite decisions, if possible, on the follow- 
ing case. 

A car of perishables was shipped interstate, shipper’s order, 
advise buyer, giving the buyer’s name. 

An order was mailed direct to the agent of the carriers at 
destination to allow inspection. Inspection was refused by the 
carrier, for example, on Monday a. m. after arrival, and inspec- 
tion was refused buyer again about noon Tuesday, but a little 
while later the carrier called the buyer back, stating that he 
had erred in not allowing inspection, and that he might inspect. 
The buyer then rejected the shipment, as he had been refused 
inspection and had bought elsewhere. 

Answer: While we can locate no decision of the court spe- 
cifically in point, it is our opinion that the carrier can, in the 
instant case, be held liable for conversion. 

Conversion has been defined as “an unauthorized assump- 
tion and exercise of the right of ownership over goods or per- 
sonal chattels belonging to another, to the alteration of their 
condition or the exclusion of an owner’s rights. 

Acts of conversion have been classified as 
wrongful detention after demand.” 

In refusing to accord the notify party the right to inspect 
the shipment, the carrier, we believe, assumed and exercised 
the right of ownership over the goods to the exclusion of the 
shipper or owner’s rights, and, therefore, we believe, is liable 
in damages to the shipper for conversion. 
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Many shippers have 
found relief from traffic 
worries by routing via 
Peoria Gateway. 


Switching charges ab- 
sorbed. Postalcard pass- 
ing reports furnished. 





PEORIA AND PEKIN UNION RAILWAY 


Inquiries Solicited, Address E. F. Stock, Traffic Manager, Union Station, Peoria, Illinois 
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As an alternative, it may be possible to recover damages 
either as the result of a decline in the market value of the goods 
or deterioration or injury to the goods resulting in delay in 
delivery of the goods. 


Rates—Carrier Not to Engage in Transportation of Property 
Unless Rates Thereon Have Been Published and Filed 


Ohio.—Question:. Will you kindly advise whether you can 
locate any decision of the Commission relative to the charges 
to be assessed on special switching service? Is it permissible 
for the carriers to make emergency rates without the rates be- 
ing published with the I. C. C. supervision? 

Answer: Paragraph 7 of section 6 of the interstate com- 
merce act provides that no carrier, unless otherwise provided 
by this act, shall engage or participate in the transportation 
of property, as defined by this act, unless the rates and charges 
upon which the same are transported by said carrier have been 
filed and published in accordance with the provisions of this 
act. It further provides that no carrier shall charge or demand 
or collect or receive a greater or less or different compensation 
for such transportation of property, or for any service in con- 
nection therewith, between the points named in such tariffs 
than the rates and charges which are specified in the tariff 
filed and in effect at the time. See also Davis vs. Cornwell, 
264 U. S. 560, 44 S. Ct. Rep. 410. 

However, where an interstate transportation service has 
been rendered, for which no tariff authority whatever exists, 
and where the shipper has paid the sum claimed by the carrier 
for that service, the Commission holds that it has jurisdiction 
to inquire what was a reasonable charge for the service and 
to order a repayment for whatever the carrier has collected 
over and above such reasonable charge. Memphis Freight Bu- 
reau vs. Kansas City Southern Railway Co., 17 I. C. C. 90; Gate- 
way Produce Co. vs. American Railway Express Co., 61 I. C. C. 
347. 


Liability of Switching Line for Loss of or Injury to Goods 


Alabama.—Question: We are importers and frequently place 
instructions with a railroad to load shipments discharged from 
ships into cars and switch same to our private switch track 
for delivery. In such cases the carrier issues the usual track 
receipt. 

Please advise if carrier is liable in case of loss or damage 
occurring after shipments have been delivered to the railroad 
by the steamship company. 

Answer: When goods are delivered to and received by com- 
mon carriers for transportation it assumes the liabilities of a 
common carrier during the time goods are in its possession 
as such, and is liable for any loss of, injury, or delay thereto not 
resulting from one of the exceptions to its common carrier lia- 
bility, such as an act of God, the public enemy, the fault of 
the shipper or the inherent nature of the goods. 


The fact that a bill of lading is not issued does not affect 
the liability of the carrier. The acceptance of the goods for 
transportation with complete shipping instructions imposes upon 
it liability as a common carrier, the issuance of a formal bill 
of lading being unnecessary to impose upon it a common Carrier 
liability with respect to the goods. See, in this connection, 
Bachelder & Snyder Co. vs. Union Freight R. Co., 156 N. E. 698. 


Overcharges—Joint and Several Liability of Carriers 


Ohio.—Question: A shipment moved in interstate commerce 
from A to C. The initial carrier is a common carrier with rails 
extending only to B, where the shipment was delivered to a 
non-common carrier—an electric railroad—which completed the 
transportation. The shipment was overcharged and the amount 
thereof collected and held by the initial carrier, who refuses to 
refund to the shipper. 

The question is, will a complaint for reparation lie against 
the initial carrier only, or shall it include both as defendants? 

Answer: The Commission has held that the liability of 
carriers for overcharges or reparation is a joint and several lia- 
bility, and that recovery can be had from one of the carriers 
participating in the movement of a shipment, regardless of the 
liability of another or other carriers therefor, or any part 
thereof. See United Paper Board Co., Inc., vs. Southern Rail- 
way, 62 I. C. C. 60, in which case the Commission said: 


Awards of reparation are not dependent upon the solvency or 
insolvency of the carriers concerned. Our orders for reparation require 
payment of the sum found due and run against all defendants. River- 
side Mills vs. A. & S. Steamboat Co., 40 I. C. C. 501 


See also Bowers vs. Director General, 107 I. C. C. 305; Yel- 
low Pine Company of Philadelphia vs. Director-General, 104 
I. C. C. 371, and Marcus & Co. vs. Director-General, 77 I. C. C. 
242, 248. In the latter case the Commission said: 


It is well settled that where an unreasonable rate is collected the 
liability of the parties is joint and several, and reparation may be 
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awarded against one of the carriers which participated in the traffic, 
even though other lines which performed a part of the transportation 
service are not i! parties defendant. Sloss-Sheffield Steel & Iron 
Co. vs. L. & N. . Co., 60 I. C. C. 595, 598, and cases there cited. 


The fact that one of the carriers over which the shipment 
moved was a non-common carrier has no bearing, in our opin- 
ion, upon the liability of the initial common carrier, its liability 
being several as well as joint. 


Demurrage—Cars Intended for Switch Delivery Held by Road- 
Haul Carrier for Surrender of Order Bill of Lading 


California—Question: Referring to your answer to ‘Minne- 
sota,” on page 1442 of the June 13 Traffic World, under the 
above caption. 

I do not agree with you that one day’s demurrage was as- 
sessable in this case. The holding of a car for surrender of 
the order bill of lading and the actual completion of the unload- 
ing of the car are two separate and distinct transactions, as is 
evidenced by the fact that the demurrage tariff authorizes 
twenty-four hours’ free time for the former and forty-eight for the 
latter. If a car were held for diversion orders and later instruc- 
tions were filed reconsigning it to ultimate destination, there 
would be two demurrage charges applicable, assuming there was 
a delay in excess of the twenty-four hours’ free time at point of 
reconsignment and a delay in excess of forty-eight hours for 
unloading at destination. The same principle controls in the 
instant case. 

Note that section B of rule 2 provides for twenty-four hours’ 
free time for various purposes, including cars held for recon- 
signment, as per paragraph 1, and those held for surrender of 
bill of lading, as per paragraph 2. In rule 3, Computing Time, 
section B, paragraph 1, provides a rule for computation when 
cars are held for surrender of bill of lading, etc., and section 
D publishes the provision for computation when cars are actually 
or constructively placed on other-than-public-delivery tracks. 

In the case in question the surrender of bill of lading was 
apparently accomplished in twenty-four hours and actual unload- 
ing within forty-eight hours, hence no demurrage is chargeable. 

Answer:—Upon further consideration we are of the opinion 
that you are correct in your application of the provisions of 
the Uniform Demurrage Tariff to the facts set forth in the 
question to which you refer. 

See, in this connection, Roden Grocery Co. vs. A. G. S. R. R. 
Co., 21 I. C. C. 469, interpreting the provisions of the demurrage 
tariff as it read at the time of that decision. In this case the 
Commission said: 


The car was not subject to delivery to complainant, and de- 
fendant could not lawfully have made such delivery, until the sur- 
render to it of the bill of lading. Delivery, according to the obliga- 
tions assumed in the bill of lading, was accomplished when the car 
was placed upon the defendant’s team track at Birmingham, and 
notice given to complainant. We are accordingly of opinion that com- 
plainant’s contention that the car was not subject to demurrage 
charges is without merit. 

Under the demurrage rules 48 hours’ free time are allowed for 
loading or unloading. This is a general provision applying to all 
eases. There is another provision which has no connection with 
loading or unloading. It declares that 24 hours’ free time shall be 
allowed when cars are held for reconsignment or switching orders. 

Upon the facts of record we hold that the case is within the pro- 
per of the rule as to cars ‘held for reconsignment or switching 
orders.’’ 


Furnishing Cars at Variance with Shipper’s Order—Shipper Uses 
More Loading Space of Substitute Car than Was Available 
in Size of Car Ordered 
Michigan.—Question: When a 36-foot end-door car ordered 

for loading of a commodity that requires decking of a portion 
of the load in order to get in a 36-foot car, and a 40-foot car 
is furnished for the same load and the shippers use in excess 
of 36 feet of the floor space, what minimum carload weight 
should be used for the shipment? 

Answer: The answer to this question depends upon the 
language of the tariff rule governing the furnishing by a carrier 
of cars which are at variance with the size or capacity ordered 
by the shipper. Some tariffs provide that when the carrier 
furnishes a longer car or two smaller cars in lieu of the size 
ordered, the minimum weight will be that appicable to the size 
ordered. Where the rule goes no further than this we think 
it quite plain that the shipper is at liberty to use the entire 
space in both cars. Such rules, however, are rare. Practically 
all-of them with which we have come in contact provide that 
the shipment must be such that it could have been loaded into 
te size of car ordered. Even with this limitation, the shipper 
is not obliged to load one car full or to the minimum of one of 
the substitute cars where two are furnished in lieu of one 
ordered. There is nothing which would prevent an even dis- 
tribution of the load between the two substitute cars. Some 
tariff rules provide that when the loading capacity of the car 
is used, the minimum weight shall be that fixed for the car 
furnished. (See Classification Rule 34.) The latter proviso acts 

(Continued on page 92) 
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FOLLOWING THE “FLAG” 


HERE may have been a day when “com- 
merce followed the flag” but, for the 


past two decades, “the flag” has been ade- 
quate, efficient, economical transportation. 
As the “iron horse” opened new routes and 
new territory, cities and states were brought 
closer together - - larger and heavier loco- 
motives pulled heavier loads faster -- speed 
increased and distance remained more as a 
word in our language than a problem to be 
overcome until time and space--the ancient 
enemies of progress and industry--- became 


less formidable because of the dependable 


train service available between practically 


all sections of the country. 


In this drama of progress the Norfolk 
and Western Railway has played an impor- 
tant part, serving as it does the great pro- 
ducing and consuming region from the Mid- 
west to the Atlantic Seaboard. Its efficiently 
operated double-track system traverses a 
portion of the country that is rich in re- 
sources of every kind--and equally rich in 
the traditions that have brought forth a 


great nation. 


Your nearest Norfolk and Western 
Freight Traffic Department represen- 
tative will gladly give information on 
the railway’s modern facilities and 
services. 
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NORFOLK AND WESTERN 
RAILWAY 


ROANOKE, VIRGINIA 











Personal Notes 





The resignation of V. V. Boatner, president of the Chicago 
Great Western, on account of ill health, has been announced. 
P. H. Joyce, chairman of the executive committee, has been 
made acting president. 

George C. Potter has been appointed general freight agent 
of the following companies, succeeding C. B. Walker, resigned 
to enter other service: Danville & Western Railway; Caro- 
lina & Northwestern Railway; High Point, Randleman, Ashe- 
boro & Southern Railroad; Blue Ridge Railway, and Yadkin 
Railroad. 

C. L. Lyons has been appointed general perishable traffic 
representative, Missouri-Kansas-Texas Lines, with headquarters 
at Kansas City, Mo. W. A. Springall has been appointed gen- 
eral grain traffic representative, with headquarters at Oklahoma 
City. B. A. Erwin has been appointed general cotton traffic 
representative with headquarters at Houston. P. W. Strieby 
has been appointed division freight and passenger agent M.-K.-T. 
Railroad at Oklahoma City, the positions of division freight agent 
and division passenger agent having been abolished. Fred 
McGee has been appointed division freight and passenger agent 
at Muskogee, Okla., the position of division freight agent having 
been abolished. C. P. Bowsher, general northern agent, at Chi- 
cago, has been transferred to Kansas City as general freight 
agent. 

Louis Harber, formerly traffic manager of the U. S. Printing 
and Lithographing Company and its New York subsidiaries, has 
been made traffic manager and assistant to the president of 
Allied Freight Distributors, Inc., Brooklyn. The item published 
last week with respect to this matter was incorrect. 

H. D. Pollard has been elected president of the Wrightsville 
& Tennille, Wadley Southern, Louisville & Wadley, and Syl- 
vania Central, with headquarters at Savannah, to succeed Albert 
E. Clift, who died. 

The Norfolk & Western Railway Company announces that, 
effective July 1, the title of S. F. Thacker, commercial agent, 
Bluefield, W. Va., is changed to division freight agent, and he 
will have jurisdiction over all stations west of Salem, Va., and 
east of Kenova, W. Va., including all branch lines. The position 
of commercial agent at Bluefield is discontinued. 

The retirement of George Francis Brownell as vice-presi- 
dent and general counsel of the Erie Railroad and its affiliated 
lines, after a period of continuous service in its legal department 
of more than 47 years, and his election as vice-president and 
advisory counsel, has been announced by President C. E. Den- 
ney, effective July 1. 

Secretary of War Hurley announced the appointment of 
John T. Adams, of Dubuque, Ia., as a member of the advisory 
board of the Inland Waterways Corporation, effective July 24, 
to fill the vacancy caused by the expiration of the term of S. S. 
Thorpe, of Minneapolis, Minn. 

Acting on the recommendation of the transportation com- 
mittee, the directors of the Detroit Board of Commerce have 
appointed L. V. Simms manager of the transportation depart- 
ment. In 1926 he joined the staff of the board as rate analyst 
and subsequently filled the position of assistant director and 
acting manager of the transportation department, occupying the 
latter position until his appointment as manager. 

Edward R. Richardson, who, since the release of the coast- 
wise steamship lines from federal control, has been vice-presi- 
dent and general manager of the Ocean Steamship Company 
of Savannah (Savannah Line), has been elected president and 
general manager of the company, a member of the executive 
committee, as well as a director of the Central of Georgia Rail- 
Way. 

W. R. Freeman, president of the Denver & Salt Lake Rail- 
road, has been elected to the board of directors of the Moore- 
mack Gulf Lines. 





Doings of the Traffic Clubs 





The Traffic Club of Newark had a golf outing July 9 at 
Colonia Country Club. 





The Traffic Club of Detroit has arranged for a week-end 
cruise to Buffalo and Niagara Falls. This outing is confined 
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to members and their immediate families. The boat will leave 
Detroit, Saturday, August 8, and return August 10. The party 
will be conveyed to Niagara Falls and the Gorge by special 
motor coaches. Entertainment will be provided on the boat. 
The club’s annual outing for members and their families to 
Tashmoo Park will be held Monday, August 17. There will be 
games for the children and special contests for adults. 





Merle D. Perry is the new presi- 
dent of the Traffic & Transportation 
Association of Pittsburgh, elected at the 
annual meeting at the Keystone 
Athletic Club, Pittsburgh, June 5. Mr. 
Perry started his career in the freight 
traffic department of the Baltimore and 
Ohio Railroad at Pittsburgh in 1914. 
In 1917 he resigned to become traffic 
manager for the Carter Oil Company, 
Sistersville, W. Va. June 1, 1918, he 
returned to Pittsburgh, and entered the 
employ of the Pittsburgh Screw and 
Bolt Corporation as assistant traffic 
manager. After serving in this capacity 
for four years he was promoted to 
traffic manager, which position he still 
holds. 








The Traffic Club of Atlanta observed its tenth anniversary 
at its luncheon meeting July 6. 





The Traffic Club of Chicago will have a golf outing at Itasca 
Country Club July 14. There will be 25 major prizes. 





The Omaha Traffic Club will hold its second golf tourna- 
ment of 1931 at Lakewood Country Club, Ralston, Neb., July 16. 
Dinner will be served at 7 o’clock. 





John Willard Freeland, freight representative of the Balti- 
more and Ohio Railroad, was re- 
cently elected president of the Traf- 
fic Club of Cleveland. He was born 
in July, 1880, at Marion, Ohio, and 
was educated in the Marion public 
schools. His first position with the 
Baltimore and Ohio Railroad was 
May 20, 1901, as telegrapher at Ak- 
ron, Ohio. He was promoted to the 
traffic department at Cleveland, 
April 1, 1912, as freight representa- 
tive, and has since continued in 
that capacity. He has peen per- 
sonally interested in traffic club 
matters for several years, having 
served on the board of governors 
1927-1928, second vice-president 1929, 
first vice-president 1930, and presi- 
dent for the term July, 1931, to July, 
1932. 

The Traffic Club of Syracuse will hold its annual outing and 
golf tournament Thursday, July 16, the golf tournament in 
the morning at Drumlin’s Country Club, and the outing in the 
afternoon at Shore Acres, Cazenovia Lake, N. Y. E. R. Tague, 
manager of the Carload and Distributing Company, Syracuse, 
is chairman of the arrangements committee. 








QUESTIONS AND ANSWERS 
(Continued from page 90) 


as a check against a shipper who would order a car smaller 
than that requisite for his shipment for the obvious purpose, 
under the substitute rule, of getting the benefit, on light-loading 
commodities, of a minimum applicable to a car which will not 
carry his shipment. m 

Some of these “substitute” rules provide, where two cars 
are furnished in lieu of one ordered, that one of the cars shall 
be charged at actual weight, but not less than the minimum 
and the other car will be charged at actual weight. See Clas- 
sification Rule 34. In that the two cars are furnished “in lieu” 
of the single car ordered, one is led by the tariffs to believe 
he may accept and load these two substitutes as the exact equiv- 
alent of the car ordered, and it was so held in Dallas Transfer 
Co. vs. S. P. Co., 91 I. C. C. 78, affirmed 115 I. C. C. 658, the 
basis of the decision being that the two cars, neither of which 
was loaded to the minimum, were to be taken as the exact 
equivalent of the car ordered, and that it made no difference 
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in what manner the shipper distributed the load between the 
two cars. The carrier does not reserve to its use the extra 
space in either one of the cars, as it does in the overflow car, 
under rule 24. Under the latter rule the overflow may be han- 
dled the same as less-carload freight. Under rule 34 of the 
classification, while one of the cars is required to be loaded 
to the minimum or will be charged at the minimum, the entire 
shipment is a carload shipment and is accorded carload service. 

In a third report in the above case, 165 I. C. C. 475, how- 
ever, the Commission changes its view. It holds that the ship- 
per could have loaded his automobiles in the size of car ordered, 
but would have had to stand them on end, but in loading the 
two substitutes he divided the load between them and did not 
have to resort to the extra labor of standing them on end, 
whereas the shipper who obtains the size of car ordered must 
go the that extra expense and labor. Therefore, the carrier 
would not, the Commission holds, be according equal treatment 
to the two shippers, unless it compelled the shipper to load one 
of the substitute cars to the minimum. This will compel the 
shipper using substitute cars to do as much work as the shipper 
who obtains the size ordered; it will enforce an empty space in 
the second car which, if usable under the tariff, would reduce 
the shipper’s labor; but the limitation against using space which 
would not have been available in the car of the size ordered, 
the Commission holds, prevents discrimination. 

On principle, therefore, if a shipper orders a car of a cer- 
tain size and received, for thee arrier’s convenience, a larger 
size, he should put himself to the same inconvenience in loading 
the substitute car as he would have to undergo had he obtained 
the size of car ordered. This, of course, applies where the rule 
overning the shipment provides some sort of limitation against 
using more space or capacity in the substitute car than available 
in the size ordered. 


Routing and Misrouting—Liability of Carrier Where Carrier’s 
Agent Inserts Rate Which Does Not Apply via Route Speci- 
fied by Shipper 
Ohio.—Question: On May 26, 1928, we shipped a consign- 

ment of pottery insulators, weight 10,226 pounds, to Rochelle, 

Ga., via Erie, B. & O., R. F. & P., S. A. L. The Erie Railroad 

on receiving this shipment and the bill of lading marked the 

rate $1.55 per cwt. 

On May 11, 1931, they sent us a balance due charge in the 
amount of $38.86, setting up the rate to $1.93. Exception to 
this rate of $1.55 was taken by the S. A. L. and their claim 
for $1.93 per cwt. is based on Advants, Ga., as the nearest point 
to Rochelle to which is published a through rate in Agent Jones’ 
I. C. C. 1984. The third class rate to this point is $1.57. The 
rate beyond is based on the mileage scale as published in Agent 
Glenn’s I. C. C. A-639, using a mileage of 39 miles, or 36 cents. 
The Erie has informed us the original charges of $158.50, as 
collected, were based on a rate of $1.55, as published in Agent 
Jones’ I. C. C. 1984, which is restricted via Virginia cities; 
Rochelle, Ga., not being included in the group of Georgia points 
that take the application via Virginia cities. 

While we are aware of the fact that complete routing was 
furnished, making delivery entirely possible, we would like to 
know if in your opinion the carriers do not have some respon- 
sibility in accepting a shipment and rating the bill of lading 
over a route over which the rate did not apply. 

Answer: While in Cudahy Packing Co. vs. B. & O. R. Co., 
160 I. C. C. 328 (337), the Commission states that the obliga- 
tion lawfully rests upon the carrier’s agent to refrain from 
executing a bill of lading which contains provisions that cannot 
lawfully be complied with, or provisions which are contradic- 
tory and, therefore, impossible of execution, it is our opinion 
that, if via the route specified by the shipper in the bill of 
lading tendered to the carrier and via which route the shipment 
moved, the rate was higher than that via which the rate in- 
serted in the bill of lading by the carrier’s agent applied, the 
carrier is not guilty of misroute. This, for the reason that the 
act of the carrier’s agent in inserting the rate in the bill of 
lading did not result in the shipper being damaged, in that he 
received the benefit of the rate applicable via the route speci- 
fied by him in the bill of lading. 


Tariff Interpretation—Application of Rule 15 of Classification 
to Shipment Tendered as L. C. L. of Carload Rate and Min- 
imum Weight When Article Subject to Rule 34 


Minnesota.—Question: Referring to your answer to “Penn- 
sylvania,” on page 1468 of the May 31, 1930, Traffic World, 
and to “Illinois,” on page 1444 of the June 13, 1931, Traffic World 
in regard to application of rule 15 of the classification. 

Inasmuch as your replies appear to be based upon the fact 
that cars of certain lengths were ordered, will you kindly advise 
carload minimum weight applicable on a trap car shipment 
found subject to carload rate as maximum and also where ship- 
per, for the purpose of complying with section 2 of rule 27 of 
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the classification, orders a car but does not specify length, bear- 
ing in mind that under section 2 of rule 15 the maximum 
carload minimum weight applicable on a less-than-carload ship- 
ment loaded and/or unloaded by carriers and found subject to 
the carload rate as maximum, is the carload minimum weight 
applicable to a car of the size required for the shipment in 
the condition tendered for transportation? 

It seems to us that if it were contemplated or intended to 
make the maximum charge provision of section 1 of rule 15 
dependent upon the capacity or length of car ordered or used, 
that the rule should sq state. Therefore, inasmuch as the rule 
is silent in regard to the capacity or length to be used in de- 
termining the carload charge, it is our view that the maximum 
carload minimum weight that can reasonably be applied on a 
less-than-carload shipment found subject to the carload rate, 
is the carload minimum weight applicable to a car of the size 
required for the shipment in the condition tendered for trans- 
portation and also for the reason that the application of a car- 
load minimum greater than required would be inconsistent with 
section 2 of rule 15, which specifies the carload minimum weight 
to be applied by carriers on a less-than-carload shipment loaded 
and/or unloaded by them and found subject to the carload 
charge as maximum? 

Answer: The question here presented differs materially 
from those to which you refer. In the instant question we have 
for determination the rate applicable to a less-than-carload ship- 
ment. The fact that the shipper loaded it under rule 27 of the 
classification is not determinative. The shipper cannot desig- 
nate the size or capacity of a car to be used in trap-car service, 
as trap-car service is nothing more nor less than carrier station 
service. The carrier has the right to transfer the shipment to 
a merchandise car or to let it go forward in the trap car, at its 
convenience. Regardless of how the carrier handles the ship- 
ment, it having been tendered as a less-carload shipment, it is 
subject to the applicable less-than-carload rate. This rate may 
be the regular rate applicable to the ordinary less-than-carload 
shipment of that article, or, if the shipment has_ sufficient 
weight, it becomes subject to another sort of less-than-carload 
rate. We refer to the maximum less-than-carload rate, which 
is the rate that would apply had the shipment been tendered 
to the carrier as a carload shipment. Section 1 of rule 15 holds 
the carload rate as a maximum. The question to determine is, 
upon what weight basis shall the carload charge be computed? 
Section 1 does not state. 

We think the situation similar in principle to that involved 
in James Mfg. Co. vs. C. & N. W., 147 I. C. C. 271, and N. O. 
Nelson Mfg. Co. vs. Mo. Pac., 153 I. C. C. 272, covering mixed 
shipments of articles subject to rule 34 of the classification. 
This rule required that the carload should be charged at the 
highest rate and highest minimum weight. A 40-foot car actu- 
ally carried the mixed shipment. The carriers contended that, 
in determining the charges on the several articles in the mix- 
ture “as if’ they had been tendered in straight carloads, and 
selecting a minimum weight that would have obtained on such 
straight carloads, it was proper to use the minimum of the car 
actually carrying the mixed shipment. The Commission held 
this was improper, and said: 


Where the length of car affects the result, it must be assumed 
that such equipment is used as will produce the lowest total charge, 
i. e., 36 foot cars. Nor is that assumption unfair to the carriers, 
as they can not reasonably ask for a higher minimum charge for the 
transportation of a mixed carload shipment in a single car, than the 
combined minimum charge for the two 36-foot cars which the shipper 
might have used in making the shipment. 


It appeared that the separate articles could have been loaded 
into a 36-foot car. To arrive at the minimum on the mixed 
shipment it was necessary to make “theoretical shipments” and 
rate them accordingly. The Commission assumed, and reason- 
ably so, we think, that these theoretical shipments would have 
moved in cars of the size necessary to carry them, and not in 
cars of greater length. When comparing the less-carload charges 
with a theoretical carload shipment, under rule 15 (1), there- 
fore, we think we must assume that the shipment would have 
moved in that size of car necessary to carry it and not a greater, 
and there is nothing inequitable in this construction for either 
carrier or shipper. The car actually carrying the shipment has 
nothing to do with determining this charge. 

Tariff Interpretation—Inspection of Grain in Transit Under 

Through Rates—Inspection Occurring on Tracks of Lines 

Other than Transit Carrier 


lowa.—Question: I will appreciate advice relative to the 
following in connection with inspection and reconsignment of 
grain in transit. 

A carload of oats originating in Minnesota on the C. M. St. 
P. & P. Railway is billed to Davenport, Ia., on the C. M. St. P. 
& P. with inspection or grading permitted at Davenport. Upon 
arrival at Davenport car is delivered to the C. R. I. & P. Rail- 
way Company, upon whose tracks we are located, for switch 
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HERE is a real signal in your Traffic 
Department which reveals whether 
or not it is being operated with maxi- 


mum efficiency. 


It’s the frequency with which the 
clerks are on the go between desk 
and file. The oftener they are on the 
go, the oftener productive work must 
stop, for they can't be walking and 
working at the same time. 


McBee all-steel Rate Desks and Verti- 
cal-Flat Files are designed to eliminate 
trips between desk and file by putting 
tariffs within easy reach of the clerk's 
hand without him leaving his chair. 


McBEE VERTICAL-FLAT 
TARIFF FILES 


AN assembly near clerk’s desk 
puts tariffs within easy reach, 
saving time. Each drawer is a sep- 
arate unit, permitting formations of 
single-unit drawers in floor space 
ordinarily wasted. All-steel. 


McBEE RATE DESK 
‘Ciyiegg desk and filing 


facilities, saving floor space. 
As a file for numerous Traffic De- 
partment tariffs and records, it 
saves time wasted on frequent 
trips between desk and filing 
cases. All-steel. 





NO 
PROFIT 


On Goods in Transit 


The time your goods is in delivery means 
money going out and none coming in 
for you. 


SHORTEN 
THAT TIME! 


Ship By 
HOUSTON 


The nearest major port to the 
Central United States. ... 


The South’s MODERN Port.... 


The Fastest Growing Port 
in the Country.... 


You'll save time from factory to port because 
_ Houston is nearer. 


You’ll save time loading because Houston’s facili- 
ties are MODERN. 


You'll save time in sailing because Houston’s 67 
steamship lines provide, regular prompt sail- 
ings to every part of America and the world. 


WHY NOT SEND FOR THE PORT BOOK 
AND REGISTER AND LEARN MORE? 


A card will bring them regularly 
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Write for Specifications and Prices. 


THE MCcBEE BINDER CO. 
502 Madison-LaSalle Bldg. 
CHICAGO, ILL. 


DIRECTOR OF THE PORT 


Fifth Floor, Courthouse 
HOUSTON, TEX. 
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The A. W. A. Can Be 


Your Branch House in 189 Cities 


OULD you like to increase your sales, improve 

service to your customers and at the same time 
cut your distribution costs? Read what G. W. Horst- 
mann, of the Colgate-Palmolive-Peet Company, says 
about public warehouses in distribution: 


**We have been using public warehouses for a great 
many years in the distribution of our products. The 
service available through these institutions, organized on 
the proper basis, would be very difficult to duplicate 
where goods are distributed in a national way. Except 
in the larger cities, the volume as a rule does not justify 
the development of a separate organization by a Corpor- 
ation to handle the service; and there is no other way 
I know of that this work could be carried on as econom- 
ically or as efficiently as through public warehouses 


“‘We have also effected economies by shipping cars 
into these locations and distributing in smaller lots. To 
any firm whose sales policy requires service with the 
utmost of economy, I could not think of any better 
place through which to operate than the up-to-date, 
efficiently-operated, commercial warehouses. 


**This method is flexible, serving in large or small 
quantities with equal efficiency and economy.’’ 


A full description of the AWA Plan of Distribution 
(as used by Colgate-Palmolive-Peet and other famous 
national concerns) is given in our 32-page booklet, 
sent free on request. Write today for your copy. 
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1921 Adams-Franklin Bldg. Chicago, Ill. 
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movement to our own tracks for inspection. This inspection 
develops that the oats are not the grade that can be used by 
us, so, therefore, the car is diverted or reconsigned upon through 
billing from Rose Creek, Minn., to Chicago, IIl. 

The C. M. St. P. & P. Railway Company have assessed 
switching charges for the intermediate move both to and from 
our plant at Davenport for services performed by the C. R. I. 
& P. Railway contending that Sections 1 and 2 of their G. F. D. 
15800-C, I. C. C. B-5782, applies. 

It is our contention that inasmuch as they absolutely do 
not maintain a hold track which is necessary under the National 
Code, and as provided for in Item 355, same tariff, then they 
must allow these cars of grain to move to the C. R. I. & P. to be 
set on our own tracks for the purpose of inspection with all 
intermediate switching charges to be absorbed by the C. M. 
St. P. & P. Railway Company. 

If you will kindly refer to Item 20 covering exceptions to 
this tariff you will note that it excludes grain, when same is 
held or stopped for inspection or other disposition orders, and 
that the rules as covered by Sections 1 to 5, inclusive, will not 
apply, but same will be subject to Section 6 therein. 

We, therefore, contend that, under Section 6, cars of grain 
consigned to us at Davenport are subject to our own inspection 
and may be inspected by us anywhere within the switching 
limits of the billed destination, either on tracks of the C. M. 
St. P. & P. or on our own elevator tracks which are reached 
through interchange with the C. R. I. & P., switching charges 
to be absorbed by the C. M. St. P. & P. due to their failure to 
provide what is known as a hold track for this particular pur- 
pose of inspection. 

Answer: In our opinion there is no duty on the part of the 
C. M. St. P. & P. to absorb the Rock Island’s switching charges. 
With respect to the places at which inspection-in-transit on 
basis of the through rate may be had under the provisions of 
Section 6, C. M. St. P. & P., I. C. C. B-5782, item 355 provides: 


Grain * * * carloads, will be placed on hold tracks of the Chi- 
cago, Milwaukee, St. Paul and Pacific Railroad, and notice of the 
location of the hold tracks on which the cars are placed sent to 
the consignee * * * and held on such tracks or other tracks for dis- 
position orders, at either billed destination or a point directly inter- 
mediate thereto. 


There is no provision in this tariff to the effect that the 
C. M. St. P. & P. will place the car on a track of a connecting 
line at its expense, permit inspection, go after that car at its 
expense, and protect the through rate from origin to the recon- 
signed destination. Unless the C. M. St. P. & P. is given 
advance notice that the car is to be held for inspection, it is 
obligated to turn the car over to the switching line at destination 
to make delivery. The car has then passed out of possession of 
the line-haul transit carrier. It is then too late to reconsign it 
at the through rate unless the consignee, at his own expense, 
gets the car back to the transit line at the point where the 
transit line relinquished possession on the inbound movement. 

It is for the C. M. St. P. & P. to say whether it has a track 
on which it will hold a car for inspection by the consignee, The 
consignee cannot, without prior authority from the carrier, pro- 
vide the carrier with facilities. Whatever duty a carrier under 
its tariffs has to perform, it has the right to perform. 


Tariff Interpretation—Absorption of Switching Charges Accorded 

Transit at Junction Points 

Wisconsin.—Question: Kindly favor us with an opinion as to 
the proper interpretation to the tariffs set forth 

C. & N. W., G. F. D. 16399-J, I. C. C. 10025, grants storage 
privileges on certain commodities upon through rate, plus transit 
charge, at Milwaukee, and on page 4, rule 1, note 3, refers to 
C. & N. W., G. F. D. 8403-1, I. C. C. 9927, to govern switching to 
warehouses on connecting lines. C. & N. W., G. F. D. 8403-I, I. 
C. C. 9927, on page 7, Exception “B,” paragraph “A,” reads: 


Except as otherwise provided, on shipments stopped in transit 
at Milwaukee, the C. & N. W. Ry. will not absorb switching charges 
of connecting lines at Milwaukee. 


Agent E. B. Boyd’s No. 213, I. C. C. A-2134, page 48, item 
1120, authorizes the absorption of switching charges when rules 
of carriers parties to that tariff provide a charge for the priv- 
ilege of stopping in transit at junction points to store carload 
freight. 

The tariff publishing the through rate contains the usual 
omnibus clause pertaining to switching, etc., and on page 13 of 
Boyd’s 213 is authority to use the latter tariff. The question now 
is, will C. & N. W., G. F. D. 8403-I, I. C. C. 9927, permit the use 
of Agent Boyd’s No. 213, to authorize the absorption of connect- 
ing line switching charges. 

Answer: The through rate tariff is the basic authority for 
the transit privilege. By its omnibus clause it makes reference 
to C. & N. W. tariffs, I. C. C. No. 10025, and I. C. C. No. 9927, and 
Agent Boyd’s Tariff I. C. C. No. A-2134. Apparently C. & N. W. 
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Fast Freight Service: Mexico 


Through the Ports of Tampico 
and Veracruz and the National 
Railways of Mexico 





From Veracruz to: 
Mexico City 23 hours 
Pachuca: - 23 hours 
Puebla - - 20 hours 


From Tampico to: 
Mexico City 47 hours 
Pachuca- - 47 hours 


The National Railways of Mexico form the larg- 
est rail system in Mexico (8465 miles of track) 
serving 22 states, or approximately 76% of the 
total territory of the Republic. 





Weekly services: New York (Ward Line) 


New Orleans (Cuyamel Line—American ‘ . , 
Beale @: Secame bag elle on.) For complete information, communicate with 


F. P. De Hoyos, Gen. Agent F. N. Puente, Gen. Agt. . " . Agt. 
1515 Penn Building 441 Monadnock Bidg. Room 1520 
Through bills of lading issued by New York City San Francisco, Calif. Two-O-One North “™ Bidg. 
steamship lines to all destinations A. Horcasitas, Com. Agt.  F. Alatorre, Com. Aut. _ Prserre rel 
: : A itn t : . H. Moscosso, . Agt. 
on the National Railwaysof Mexico New Oneena Le.” Los Angeles, Calif, RoomA-31 "RallwayExch Bldg 
y lo. 















Ninety miles apart 
in distance only 
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South Shore Line's ate " 
Ferry Truck Service 
has brought shippers 
and consignees in 
Chicago and South 
Bend (Ind.), Misha- next morning. 
waka (Ind.) and Notre Dame (Ind.) very close to each other. The rates on this service are interesting—write for them. 

It is most satisfactory to both shipper in Chicago and cus- This is only one phase of South Shore Line’s fast freight 
tomer in South Bend or vicinity (or vice versa) to be able _ service. 


CHICAGO SOUTH SHORE & SOUTH BEND RAILROAD 


Wm. Petersen, T. M. 
72 W. Adams St., Chicago 
Telephone: State 0517 


to seal a shipment in a South Shore Trailer at his 
door in the afternoon and know that it will be at 
destination—sealed—at the opening of business the 





BILLS OF LADING 


Low prices—guaranteed accuracy 
Effective date of new forms, December 31, 1931 


Standard sizes and forms 
Special sizes and arrangements 
Pads—Rolls—Fanfold—Flatpack 


Send Samples for Quotation 


NEW CANADIAN 
CUSTOMS INVOICES 


Forms “M”’ and “N” 


Two sizes, 814”x11” and 814”x 14”, to provide 
for any number of commodities, large or small. 


NEW CAR 
RECORD SHEETS 


Inbound—Outbound 


Made up by THE TRAFFIC WORLD after a 
careful study of requirements. Furnished com- 
plete with binders. Send for samples. 


OTHER FORMS IN STOCK: 


Standard Form Overcharge Claims 
Standard Form Loss and Damage 
Concealed Loss & Damage 

Shipper’s Form 

Consignee’s Form 
Car Order Forms 
Copy of Freight Bill 
Claim Tracer 
Bond of Indemnity 
Indemnity Agreement 
Express Claims Loss and Damage 
Claim Record 
Tracer and Notice of Claim 
Affidavit Concerning Weight & Quantity 
Affidavit Concerning Damage 
Affidavit Concerning Shortage 
Shipper’s Export Declaration 
I. C. C. Special Reparation Forms 
I, C. C. Rule 5 Reparation Statement 


A handy folder of samples, together with our 
price list, will be sent on request to any traffic 
man or purchasing agent. 


THE TRAFFIC WORLD 


418 South Market Street Chicago, Illinois 
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Tariff, I. C. C. No. 10025, is relied upon for the transit privilege 
in this case. If so, it is obvious that transit may not be de- 
manded under C. & N. W. Tariff, I. C. C. No. 10025, without 
observing all of the terms and conditions under which it will 
be granted. One of these conditions is that, if the transit house 
is located on a connecting line, switching charges of such con- 
necting line will be in addition to the through transit rate. See 
Note 3, Rule 1. The only exception to this non-absorption rule 
is “except as otherwise provided” in certain tariffs, among which 
Agent Boyd’s I. C. C. A-2134 is not included. We do not see how 
We can go further to determine whether connecting lines’ switch- 
ing will be absorbed by the C. & N. W. in conjunction with 
transit privileges under its tariff I. C. C. No. 10025. C. & N. W. 
Tariff, I. C. C. No. 9927, adds nothing. It merely provides for 
the non-absorption of switching charges on shipments transited 
at Milwaukee, but inasmuch as the non-absorption is provided 
for in Note 3, Rule 1 of C. & N. W. Tariff, I. C. C. No. 10025, as 
to the particular transit authorized by the latter tariff, there is 
no place for C. & N. W. I. C. C. No. 9927 to operate in con- 
junction with this transit. 

Agent Boyd’s Tariff, I. C. C. A-2134, does not, in our opinion, 
purport to override or conflict with specific rules in the tariffs of 
individual carriers. On page 13, it is provided that “Specific 
Rules provided in tariffs will take precedence over rules pro- 
vided for herein.” There is no claim that transit itself is de- 
manded under this tariff, but that it provides for the absorption 
of switching charges. Even if it should specifically provide for 
this absorption it must be read as being limited as to absorption 
in conjunction with transit privileges authorized in other transit 
tariffs where such other tariffs carry their own rules with respect 
to absorption. Our view is that switching charges are in addi- 
tion to the through line-haul rate when the transit is taken under 
C. & N. W. Tariff No. 10025. 

Limitation of Actions—Declination of Claim—What Constitutes 

With respect to our answer to Texas, under the above cap- 
tion, on page 1508 of the June 20, 1931, we direct attention to 
the decision in A. C. L. R. Co. vs. Wauchula Truck Growers’ 
Association, 118 Sou. 53, and American Railway Express Co. vs. 
Shideler, 165 N. E. 336. In the former case, the court said. 


On July 9, 1928, the claim adjuster for appellant addressed a 
letter to appellee, which, after reviewing the whole matter, concluded 
as follows: 

“Without prejudice to any party concerned, and strictly in view 
of a compromise adjustment, I am willing to pay $300 in full settle- 
ment of this claim. If this offer is accepted, it will be necessary that 
you furnish me with the original paid freight bill, which you failed 
to send in with the other papers.”’ 

The conclusion of this letter, with other testimony, shows a 
clear denial of a large portion of appellee’s claim, and this action 
having been brought October 27, 1925, more than two years and one 
day after such disallowance on July 9, 1923, it is barred under the 
terms of the contract between appellant and appellee for transporta- 
tion and delivery, which by virtue of Section 438 of the Transporta- 
tion Act, as here quoted, were permitted to be imposed. 


Liability of Carrier by Water for Injury Resulting From Negli- 
gent Loading of Cars at Port of Interchange 


Texas.—Question: We recently shipped several carloads of 
structural steel from a southern port to Philadelphia, Pennsyl- 
vania, final destination being an interior point on the X Railroad. 
The cars when tendered the steamship company were properly 
braced and staked. 

The steamship company’s bills of lading read from origin 
port to final destination, through rate inserted being steamship 
company’s port to port rate, plus 21%4c unloading charge, plus 
local railroad rate destination port to final destination. The 
route inserted read via steamship company and X Railroad. 


On account of poor unloading facilities at Philadelphia, the 
shiments being unloaded at Y Railroad Company’s berth, and 
delivered X Railroad in switch service, X Railroad restaked the 
cars in their yards and rendered bill for $8.00 per car, which 
was paid by our foreman. Later they rendered an additional bill 
for approximately $160.00. This latter amount was not paid. 
We filed claim against the steamship company for refund. How- 
ever, they declined same for their account. 


As the cars were delivered to the original carrier in proper 
shape and through bills of lading were issued, it certainly should 
devolve on the steamship company to tender loaded cars to their 
connections in such shape that would insure the loads reaching 
their destination without additional charges. Please let us have 
the benefit of your views, together with decisions covering 
similar cases. 

Answer: If the movement in question was one partly by 
water and partly by rail under a common control, management, 
or arrangement for a continuous carriage or shipment (Vital et 
al. vs. Kirk, 297 Fed. 959; United States vs. Munson Steamship 
Co., 283 U. S. 43, 51 Sp. Ct. Rep. 360), and under which the duty 
devolved upon the carrier by water to transfer the shipment 
to cars at the port of interchange with the rail carrier, or if, in 
any event, the carrier by water obligated itself under its trans- 
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SIGNODE TENSIONAL 


STEEL Box STRAPPING 
1S 

best for your 

shipments 











Write today for 
“Guide to Better 

Packing & Shipping” 
or for an actual dem- 

onstration which will be 
made without the slight- 

est obligation. 

bY SIGNODE STEEL STRAPPING CO. 
2613 N. Western Ave., Chicago, Ill., U. S. A. 

Offices in Principal Cities 
Canadian Steel Strapping Co., Ltd., Montreal, Quebec 


SIGNODE 


The Sealed Tensional Strapping 


We also furnish round wire tensional reinforcements, all forms 
of nailed-on strapping, automatic wire tying machines, pail clasps, 
clutch nails, tag fasteners, etc. Write for general catalog. 


WHERE it’s wanted 
-« » WHEN it’s 
wanted 


If there’s one thing more than any other 


Fast that distinguishes “North Western” freight 


Dependable 
Freight 


service, it is this: The unusual effort put 
forth to see that every shipment, no matter 
what its nature, reaches its destination 
when wanted. 


Service 
to and from 


bd 
To maintain a service of such high 
efficiency we’ve spent millions in im- 
provements and developed a freight 
personnel that is second to none. You'll 
appreciate both. 


IOWA 
NEBRASKA 
S. DAKOTA 
N.DAKOTA 
WYOMING 


For full information ask any 
C.&N.W. Ry. Representative 


SHIP AND TRAVEL VIA 


1493 


MBB CHICAGO & 
NORTHWESTERN 
RAILWAY 


“the best of everything ia the best of the west- 
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Ship to MEXICO 


Fast Weekly Service 
New York to VERA CRUZ and TAMPICO 


Through Bills of Lading to all points on the Mexican 
Railway or National Railways of Mexico 


Regular Service from New York to PROGRESO and PUERTO MEXICO 


WARDELINE 


New York and Cuba Mail S. S. Co. 


Foot of Wall Street 
New York City 












Exactly where we can do 


shippers to MINNEAPOLIS 
the most good 


Railroads come to our doors; the Minneapolis wholesale 
district lies all around us to the North and Northwest. 
And three blocks east of us is the greatest retail business 
section in the Northwest. 


For the rendering of warehousing service in Minneapolis 
to manufacturers and shippers we are ‘‘sitting pretty’ and 
we would like to hear from you. We have the best of 
warehouse facilities to place at your disposal. 


NORTHWEST WAREHOUSING 
COMPANY - 


301 North Seventh Street 
Minneapolis, Minnesota 
aie 
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THE HANDY WAY 
TO BIND YOUR COPIES 


Binder No. 1 


(holds 8 issues) 


$2.50 
Binder No. 2 


(holds 14 issues) 


$3.00 


Four 


No. 2 Binders 


(hold a full year’s 
issues with indexes) 


$9.00 
SENT FOR FREE EXAMINATION—POSTPAID 


No cutting or punching—just a flexible wire to insert 
down the center of each issue. Any issue instantly 
removable. Made with strong binder’s board and 
attractively finished with pe Oh DuPont Fabrikoid 
and gold stamping. Send for your copy to: 


THE TRAFFIC WORLD, 418 S. Market St., Chicago 

















NOW READY 


The Relations Between 


Transportation, Production 
and Marketing 


A reprint in booklet form of the forty-six articles 
written for THE TRAFFIC WORLD by Lewis C. 
Sorrell, Professor of Transportation, University 


of Chicago. 
PRICE 50 CENTS 


Other booklets and manuals for the traffic man: 


Fourteen Articles on Current Transportation Subjects, 
by Lewis C. Sorrell, 25 cents 
Freight Tariffs, by G. Lloyd Wilson, 50 cents 


Prices for the following: 50 cents each; two for 75 cents; 
three or more, 35 cents each. 

Demurrage Tariffs by G. Lloyd Wilson 

Freight Routing by J. D. Collier 

Diversion and Reconsignment by G. Lloyd Wilson 

Transit Services and Privileges by G. Lloyd Wilson 


Personnel of Railroad Traffic Departments 
by Charles E. Parks 


Special Freight Services by G. Lloyd Wilson 


Terminal Freight Services and Allowances, 2 volumes 
by G. Lloyd Wilson 


Send remittance with order to 


THE TRAFFIC WORLD 


418 South Market Street Chicago, Illinois 
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portation charge to load the goods on cars at the port of inter- 
change, it can in all probability be held liable for injury which 
is shown to be the result of its negligence in loading the goods 
on the cars. See L. B. Cohen & Co., Inc., vs. Davis, 142 N. E. 75; 
Inzerillo vs. C. B. & A. R. Co., 35 S. W. (2d) 44; The Kerlew, 43 
Fed, (2d) 732. 

The terms of the contract of affreightment entered into with 
the carrier by water determine the obligation assumed and its 
liability for negligence in performing the obligations assumed. 

Sufficient facts are not given for such a determination. 


COMMISSION PRACTITIONERS 


The following have been admitted to practice before the 
Commission: Reece A. Caudle, Little Rock, Ark.; Thomas F. 
Muldoon, St. Louis, Mo.; W. E. Stanley, Wichita, Kan.; Claude 
I. DePew, Wichita, Kan.; Allen C. Malloy, Hutchinson, Kan.; 
Basil H. Needham, Knoxville, Tenn.; Richard Townsend, New 
York, N. Y.; Wilton Max Steinbauer, Washington, D. C.; Jervis 
Langdon, Jr., New York, N. Y.; Edgar D. Randolph, Lafayette, 
Ind.; John B. Randolph, Lafayette, Ind.; Loy N. McIntosh, Chi- 
cago, Ill.; Claude Nowlin, Oklahoma City, Okla.; G. W. Sawyer, 
Liberal, Kan.; Joseph J. Hopkins, Atlanta, Ga.; William H. 
Atack, Greencastle, Ind.; Hyman R. Friedman, New York, N. Y.; 
Homer G. White, Philadelphia, Pa.; H. Grady Ross, Tulsa, Okla.; 
A. M. Gee, Tulsa, Okla.; Edward B. Downie, Little Rock, Ark.; 
Alfred Edward Notarianni, Johnsonburg, Pa.; Herman P. Talley, 
El Paso, Texas; A. C. Ellis, Jr., Salt Lake City, Utah; Walter 
S. Throop, New York, N. Y.; Irvin Richard McClellan, Gary, 
Ind.; Walter F. Jones, Hutchinson, Kan.; L. F. Adamson, Salt 
Lake City, Utah; E. W. Clausen, St. Louis, Mo.; Maurice R. 
Barnes, Washington, D. C.; William C. Hook, Wichita, Kan.; 
Joseph Dudeck, South Bend, Ind.; John Charles Tobin, St. 
Louis, Mo.; Frank Leland Carpenter, St. Louis, Mo.; Royal L. 
Coburn, St. Louis, Mo.; George Castleman Mackay, St. Louis, 
Mo.; Wm. D. P. Carey, Hutchinson, Kan.; William H. Holley, 
Indianapolis, Ind.; Thomas H. Westlake, Cleveland, O.; Jacob 
Mark Lashly, St. Louis, Mo.; Arthur G. Cochran, Tulsa, Okla.; 
C. D. Arnold, New Orleans, La.; H. G. Brady, New York, N. Y.; 
Charles T. Stepp, Tulsa, Okla.; R. M. Andreas, Minneapolis, 
Minn.; Philemon C. Steinel, Clarkdale, Ariz.; Roscoe James 
Doss, Wilmington, N. C.; Robert Kemp Munson, Superior, Ariz.; 
Lawrence M. Pexton, Denver, Colo.; John J. Harvey, Albany, 
N. Y.; Homer R. Paul, Chicago, Ill.; Harry G. Smith, Chicago, 
Ill.; Chas. F. Witmyer, Lancaster, Pa.; W. H. Connell, New 
York, N. Y. ; David Sterra Browder, New York, N. Y.; Willard 
N. Swanson, Minneapolis, Minn.; Joseph A. Hoffman, New York 
City, N. Y.; G. Walter Coyle, Philadelphia, Pa.; J. Parker Tre- 
dick, Philadelphia, Pa.; Roy W. Fletcher, Chicago, Ill.; Samuel 
R. Shepherd, Chicago, Ill.; B. M. Fenn, Sioux City, Iowa; John 
B. Dempsey, Washington, D. C.; B. M. McNally, Chicago, IIl.; 
Alwin E. Bocher, Two Rivers, Wis.; Lester J. Dorr, Albany, N. 
Y.; Furman D. Williams, Los Angeles, Calif. 





Digest of New Complaints 





No. 24344, Sub. No. 2. Globe Grain & Milling Co., San Francisco, 
Calif., vs. S. P : 

Rates and charges in violation section 6, grain, Utah to San 
Francisco, milled and/or stored in transit and shipped out to 
points in California and/or Arizona, and also from Utah to Los 
Angeles, milled and/or stored in transit there and shipped out to 
points in California. Asks refund and cancellation of any freight 
bills which may be found to be in violation of the act. 

No. yh The Robinson Clay Products Co., Akron, O., vs. B. & O. 
et al. 

Charges in violation sections 1 and 4, sewer pipe and flue lining, 
Midvale, O., to Madawaska, Me. Asks reparation. 

No. 24520. The Upson Co., Lockport, N. Y., vs. Erie et al. 

Rate and charges in violation section 1, wallboard, Lockport, 
N. Y., to Beaumont, Tex. Asks reparation. 

No. 24521. Memphis Freight Bureau, Loeb Stone Co., Memphis, Tenn., 
vs. Pennsylvania et al. . : 

Rates in violation sections 1 and 3, calcined magnesite, New 
York, N. Y., and Brooklyn, N. Y., to Memphis, Tenn., compared 
with rates to Nashville, Tenn., and other points in southern ter- 
ritory. Ask rates and reparation. 

No. 24522. R. W. Davis Co., Crandon, Wis., vs. M. St. P. & S. S. M. 
et al. 

Unreasonable charges, bolts, upper peninsula of Michigan to 
Crandon, Wis. Asks rates and reparation. 

No. 24523. Standard Oil Co. (Indiana), Chicago, Ill., vs. C. & N. W. 
et al. 

Rates in violation sections 1, 3 and 6, “fuel oil’? or “gas oil,” 
Whiting, Ind., Wood River, Ill., Superior, Wis., Sugar Creek, 
Mo., Neodesha, Kan., and Casper and Greybull, Wyo., to points in 
Ill., Ia., Ind., Mich., Wis., Mo., Kan., Neb., Minn., S. D., N. D., 
Okla., Colo., Mont. and Wyo., to extent they exceeded or exceed 
80 per cent of the rates on petroleum refined oil. Asks rates and 
reparation. 

No. 24524. Lovell! H. Turnbull Co., Detroit, Mich., vs. Southern et al. 
Rates in violation first four sections, peaches, Loudon, Tenn., 
to Bay City, Mich., diverted to Alpena, Mich., and from Loudon, 
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15% RATE INCREASE CASE 
HEARINGS JULY 15 AND AUGUST 31 


4 For those intending to present evidence in this case we offer to prepare 


Chronological Rate Histories, showing Trends, 
Rate Relationship Studies, 
Short-line Distance Compilations. 


Tae ia edt ita taal 


Statistics on Commodity Production, Price Ranges, Tonnage 
Movement, Imports and Exports, Distribution as between 
Domestic and Export; also statistics showing Trends, such 
as Ratios of Price Ranges to Rate Trends, ete. 


Be, 


Carrier financial, operating and traffic statistics, with trends, 
Rate Statements (between any points), 
Reproductions or Digests of Records in former cases. 


Copies of Decisions, Reports and other Documents will be furnished. 


Wire advice relative to proceedings at Washington hearings or other 
features of the Commission's program will be given. 


THE TRAFFIC SERVICE CORPORATION 


Mills Bldg. Special Service Department Washington, D. C. 











PAGE 101 
The Prati Wort A —____— 




















Freight Distribution ILLINOBS 


4 pecatu, 
in Central 

Illinois 

Carloads to us— ceceemcaas 


individual shipments to 300 towns 


Coordinated warehouse and motor freight service—overnight delivery from 
storage to your customers’ doors. FULL RESPONSIBILITY is accepted by us in 
delivering your merchandise by our co-ordinated warehouse and dependable 
motor Freight service from this city to Central Illinois store doors. 


Parke \Jarehouses 


44 years in the 621 NORTH MAIN STREET 
warehouse business DECATUR-ILLINOIS 





FOR CARLOAD 
SHIPPERS 


Get this informative booklet for your 
@siipping department, free. Chock- 
full of valuable data, with many illus- 
trations and charts showing the Acme 


method of bracing carload freight for 
many kinds of manufactured products. 
It presents the complete story of Acme 
UNIT-LOAD, showing how it prevents 
damage and brings many real shipping 
economies. 

No obligation. Write today. a9 


ACME STEEL COMPANY 


General Offices, 2832-40 Archer Avenue 


CHICAGO, ILLINOIS 


2 | Ship by Water 
WILLIAMS LINE 


BALTIMORE — NORFOLK — CHARLESTON 


FAST DIRECT SERVICE 
TO 


San Diego, Los Angeles Harbor, 
San Francisco, Oakland, 
Seattle and Tacoma 











SAILING FROM 











STEAMER BALTIMORE] NORFOLK /|CHARLESTON 
SAN PELIPE ......c0 July 16 July 18 July 21 
WE EINO. . cccccccs July 29 July 31 Aug. 3 
WILLMOTO........ Aug. 11 Aug. 13 Aug. 16 
WIR. oc ciccccs Aug. 24 Aug. 26 Aug. 29 
WILLPOLO.........5- Sept. 6 Sept. 8 Sept. 11 











Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 


For rates, dates ef sailings and other information apply te 


WILLIAMS STEAMSHIP CORPORATION 


8 Bridge Street, New York. Telephones: Whitehall ve 
BALTIMORE, MD. PITTSBURGH, PA. NORFOLK, VA. 
109 East Redwood St. Oliver Bldg. Law Bldg. 
Phone; PLAZA 7377 Phone; ATLANTIC 1432 Phone; NORFOLK 21265 
CHARLESTON, 8S. C. CINCINNATI, OHIO 
9 Middle Atlantic Whf. Dixie Terminal Bldg. 
Phone; 4460 Phone; MAIN 1181 


And at our Branch Offices at ports ef call, etc. 
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Tenn., to Detroit, Mich., as compared with rates to more distant 
points in the same general destination territory. Asks reparation. 
No. 24525. The Brunswick Radio Corporation et al., Chicago, IIl., vs 

Cc. B. & Q. et al. 

Unreasonable rates, radio chassis and a loud speaker chassis, 
less tubes and cabinet, also carload shipments or radio chassis 
without loud speaker chassis, radio tubes, or a radio cabinet, 
Muskegon, Mich., to Dubuque, Ia. Ask rates and reparation. 

No. 24526. Judd & Meyer, Plymouth, Wis., vs. C. M. St. P. & P. 

Rate in violation section 6, cattle, Owatonna, Minn., to Plymouth, 
Wis. Asks refund. 

No. oi -Patrick Seed Co., Kansas City, Mo., vs. A. T. & S. 

. eta 

Unreasonable rates, sudan grass seed, Kansas City, Mo., to Buf- 
falo, N. Y., traffic having originated at Muleshoe, Tex. Asks 
reparation. 

No, 24528. Federated Metals Corporation, New York, N. Y., vs. Penn- 
sylvania et al. 

Unreasonable rate, pig lead, Shadyside, Pittsburgh, Pa., to Balti- 
more, Md. Asks rates and reparation. 

No. wy "ence Scrap Material Co., Asheville, N. C., vs. B. & 

. eta 

Unreasonable rates, scrap iron and steel, Asheville, Marion and 
West Canton, N. C., to Ashland, Ky., and Portsmouth, O. Asks 
rates and reparation. 

No. 24530. A. A. McCree et al., doing business as McCree & Co. 

(no address given), vs. C. B. 

Charges in violation section 6, hoisting machinery, St. Paul, 
Minn., to La Salle, Ill. Ask reparation. 

No, ey Shell Petroleum Corporation, St. Louis, Mo., vs. A. & W. 
et al. 

Rates in violation sections 1, 2, 3 and 6, fuel oil, gas oiJ and 
furnace oil, East Chicago, Ind., Roxana, Ill., Arkansas City, Kan., 
River Rouge, Mich., Toledo, O., Cleveland, O., to destinations 
in Ill., Ind., Mich., O., Ky., Ia., Wis., Mo., Okla., Kan., Neb., 
Minn., N. “> = D., Wyo. and Colo. Competitors in Ark., Kan., 


Mo., Okla. Tex., Ill., Ind., Mich., O., Wis., Wyo. and other 
states eeleteel. Asks cease and desist order, rates and repara- 
tion. 


No. 24532. Peerless Tulsa Co., Tulsa, Okla., vs. B. & O. et al. 
Rates in violation sections 1 and 6, wrought pipe and casing, 
points in West Virginia, to points in Oklahoma. Asks rates and 
reparation. 
No. 24533. Caflisch Lumber Co., Albright, W. Va., vs. B. & O. et al. 
Unreasonable rates, lumber, Albright, W. Va., to Carnegie, Pa. 
Asks reparation. 
No. 24534. Geo. E. Breece Lumber Co., Albuquerque, N. M., vs. A. T. 
& S. F. et al. 
Rates in violation sections 1, 3, 4, 6 and 15, lumber and products, 
Albuquerque and points grouped therewith to various points in 
Cc. F. A. and T. L. territories. Shippers at other points preferred 
with relatively lower rates to same points of destination. Asks 
rates and reparation. 


CONDITION OF EQUIPMENT 


Class I railroads on June 15 had 172,805 freight cars in need 
of repairs or 7.8 per cent of the number on line, according to the 
car service division of the American Railway Association. This 
was an increase of 2,640 cars above the number in need of repair 
on June 1, at which time there were 170,165, or 7.7 per cent. 
Freight cars in need of heavy repairs on June 15 totaled 122,158, 

5.5 per cent, an increase of 2,203 compared with the number 
on June 1 while freight cars in need of light repairs totaled 
50,647, or 2.3 per cent, an increase of 437 compared with June 1. 

Class I railroads on June 15 had 6,077 locomotives in need 
of classified repairs or 11.2 per cent of the number on line. 
This was an increase of 167 locomotives above the number in 
need of such repairs on June 1, at which time there were 5,910, 
or 10.8 per cent. Class I railroads on June 15 had 9,639 service- 
able locomotives in storage compared with 9,709 on June 1. 


RECIPROCAL BUYING 


The Commission has announced that in No. 22455, in the 
matter of reciprocity in purchasing and routing, a hearing will 
be held July 14, at Hotel Coronado, St. Louis, Mo., before Ex- 
aminer John L. Rogers. It will be devoted principally to mat- 
ters involving the Chicago & Eastern Illinois Railway Company. 


CHANGES IN DOCKET 


Hearing in Finance No. 8754, Application A. C. L. R. R. for au- 
thority to abandon a line of railroad in Dinwiddie county, Va., as- 
signed for July 10, at Richmond, Va., before State Corporation of 
Virginia was canceled and reassigned for August 7, at Richmond, 
Va., before State Corporation Commission of Virginia. 


We Bind The Traffic World 


In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 


Prompt Service and Quality Work Guaranteed 
We Also Bind All Kinds of Publications 


The Book Shop Bindery 


350-364 West Erie Street hicago 





YOU SHOULD HAVE this handy folder of standard traffic de- 
partment forms on your desk for ready reference. Complete stock 
on hand at all times—bills of lading, loss and damage, overcharge 
claims, car records, export declarations. Write today for free cata- 
log and samples. The Traffic World, 418 South Market Street, Chicago. 
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DIRECTORY OF ATTORNEYS AT LAW PRACTICING 
BEFORE THE INTERSTATE COMMERCE COMMISSION 


RPT Reh 


’ H. D. DRISCOLL JOHN C. FOSTER PAYSOFF TINKOFF 
Commerce Counsel ATTORNEY AT LAW —aND— 
and Attorney 720 Shepherd St. N. W. beneeneiatas PEPECIALIZING — 
one Se Te, Sse Washingten, D. C. INTERSTATE COMMERCE CLAIMS 
Oklahoma Gity Office: Specializing in Intersta ho _Gemmores and —AND— 
709-10 Cetten-Grain Exchange Building Feder Sh Practi FEDERAL TAX 


ES 
1540 BUILDERS’ BUILDING CHICAGO, ILL. 


HARRY C. AMES THOMAS L. PHILIPS WARREN H. WAGNER 


ATTORNEY AT LAW ATTORNEY AT LAW ATTORNEY AT LAW 
Ca % See © Som ~~ oy By BP. yy te Building, Washin D.C 
Formerly Atterney and Examiner dam rates, price fixing and valuation. nvestment Building, Washington, D. C. 
Interstate Cemmerce Commission PRACTICE IN ALL COURTS Fermerly Assistant Chief Examiner 
Susseenaditiian Bldg., Washington, D. C. | Liberty Central Trust Ce. Bldg., ST. LOUIS, MO. Interstate Commerce Commission 


DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC, 
COMMERCE AND VALUATION EXPERTS AND SPECIALISTS 


HENRY J. SAUNDERS | BISHOP & BAHLER T. D. GEOGHEGAN 


Incorporated Sept. 16, 1914 


GONSULTING ENGINEER TRAFFIC MANAGERS COMMERCE SPECIALIST 
Cest and Statistical Analyses—Matters Relating nails Game bw gy ong Ay Cases Matters Before State and Federal 
te Rates—Censelidatiens and Valuatiens E. W. HOLLINGSWORTH 


Commissions and Departments 
Commerce Attorney 


648 TRANSPORTATION BLDG. 1006 Fifth Street, Sacramento, Calif. TRANSPORTATION BUILDING 
WASHINGTON, D. €. ley “ieee WASHINGTON, D. 6. 


YOUR ANNOUNCEMENT | You can reach Traffic World) JEROME E. LANE 


Engineer-Accountant 


. readers each week FEDERAL VALUATION OF RAILROADS 
in this directory for 52 consecutive : General Oflecs: Berwyn (Chleage Suburb), Ill. 
issues will cost less than first class Threugh the use of an advertise- picts Otc me a oe 4S i Cn. 
t re 6 teat ont ment in this space at the small Peoria, ti., Minneapol eapolis, Mina. 
postage to mail a singie communi- expense of about one-fortieth of Specialist on Raliroad 
cation to each one of our readers. a cent per subscriber. oe Ed... a 


LEONARD’S GUIDE| 


FREIGHT, EXPRESS, PARCEL POST 
Rates and Routing Au in One Book! 
‘or Sample Shee 


- RK. I Leonard "& Co. 


155 N. Clark St., 18 E. 26th St., New York 


QUAKER LINE 
DEPENDABLE SERVICE 


From ALB ANY, N. Y.—Monthly 
Ae MASS, se 
NEW YOR Y.—Weekly 
PHILADELPHIA. PA.—Weekly 


To yy - pee Zone), San Diego, 


es, San Francisco, 





Chicago’s and Kansas City’s 


Merchandise Mest Modern Warehouses ous» 


Storage WAREBC. 
. RMINAL, Nec: = 


Onklend, I Portland, Seattle, Tacoma. 
For Rates and Other Particulars Apply 


QUAKER LINE 


PHILADELPHIA: The Bourse AL eae E 

BOSTO eH : 3275S. Usuite "Street 
We Hippodrome Bldg. 

ALBANY: D. & H. Building DETROMT, General Motors Bidg. 


E 
ook . Pooi Car 


sch " 
on 2000 Cerloed Distribution 





Oi RICHMOND, VA. 
Foreign Freight |Site itm teante 
SCRE LG tn ted Wainy 

Forwarders SEES “mena 
Established 1884 TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 
D.C. ANDREWS & CO., Inc oS gpa aguemsasntiti 















GEOGRAPHICALLY 
i LOCATED TO RENDER 
27-29 Water Street, New York, U.S. A. DISTRIBUTORS 
Boston Office: DISTINCTIVE WAREHOUSE 
92 State Street AND FORWARDING 


SERVICE 














Carload Shipments 
Are Damage-Free 
when packed the new 


“Cushioned Unit’’ Way 


REAK up the load—break up damage 
claims! That’s the theory behind the new 
“Cushioned Unit’’ packing method—the 
method that has reduced damages to the 

vanishing point for several of the country’s largest 
carload shippers. 


Through this unique method you, too, will find 
your shipments traveling damage-free—shipments 
costing actually less to pack than the usual methods 
of bracing, etc. 


Ship Your Next Carload 
The “Cushioned Unit’ Way 


—at our expense 


Every traffic manager interested in reducing dam- 
ages to a minimum should be thoroughly acquainted 
with this unusual method of carload shipping. 
A trial on an early carload will provide a con- 
vincing demonstration. Write us for further 
details. 


EXCELSIOR 


General Offices 
1000-1016 N. Halsted St. Chicago, Ill. 


OTHER PRODUCTS 
Excelsior Pads—The original ‘‘tight pack” 
that absorbs the shocks. 


Bottle Wrappers—Used successfully for 40 
years by the world’s largest bottlers. 


Excelsior in Bales—Clean and sanitary, right 
from the forest. 


Wood Wool — Extra fine from Northern 
Basswood. 


Bulifing 


| Da CX LY RY ID 





for the new “cushioned unit’ packing method 
—available from 17 shipping points 
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DOCKET OF THE COMMISSION 


July 14—St. Louis, Mo.—Examiner Rogers: 
* 22455—In the matter of reciprocity in purchasing and routing (hear- 
ing to be devoted principally to matters involving C. & E. I. Ry.). 


July 14—Washington, D. C.—Examiner Boat: 
Fourth Section App. Nos. 4309 et al.—Classes and commodities 
from, to and between points in southern territory. 
Fourth Section Application No. 14244, filed by W. S. Curlett. 
Fourth Section Application No. 14256, filed by W. S. Curlett. 
Fourth Section Application No. 2456 of St. L.-S. F. Ry. 
Fourth Section Application No. 14360 of F. L. Speiden. 
* Fourth Section Application No. 14416, of J. E. Tilford (in connec- 
tion with Fourth Section Applications Nos. 4309 et al). 
July 15—Washington, D. C.—Examiner Glover: 
Fourth Section Applications Nos. 14242, 14247, 4309 et al.—Coal and 
coal briquettes to points in southern territory. 
Fourth Section Application No. 14334, of J. E. Tilford (in connec- 
tion with Fourth Section Application No. 14242 et al.). 
July 15—Washington, D. C.—Commissioners Meyer, Lewis and Lee, 
and Examiners Disque, Mattingly, and Hosmer: 
Ex Parte 103—In the matter of increases in rates and charges. 


July 15—Argument at Washington, D. C.: 
23186—McClamrock Co. et al. vs. A. & Y. Ry. et al. 
23792—Root Glass Co. vs. E. I. & T. H. Ry. et al. 
23887—Illinois Oil Co. vs. A. T. & S. F. Ry. et al. 
23985—-National Association of Farm Equipment Mfgrs. vs. A. T. 
& S. F. Ry. et al. 
July 16—Washington, D, C.—Examiner Macomber: 
23972—R. W. Burch, Inc., et al. vs. Ry. Express Agency, Inc., et al. 
24145—Wishnatzki & Nathel vs. Ry. Express Agency, Inc., et al. 


July 16—Argument at Washington, D. C.: 

22402—Rockwood Alabama Stone Co. vs. Northern Ala. Ry. et al. 

23591 (and Sub. 1)—W. P. Brown & Sons Lumber Co., Inc., vs. C. 
=. i. 2 &. By. Ot BL. 

23718—Memphis Freight Bureau et al. vs. A. C. R. R. et al. 

23816—R. Abramson Co. et al. vs. A. D. & N. Ry. et al. 

July 17—Argument at Washington, D. C.: 

23305—Georgia Southern Freight Bureau for account of Groom Bros. 
Gordon, Ala., vs. A. C. L. R. R. et al. 

23682—American Warehousemen’s Assn. vs. St. L.-S. F. Ry. et al 

23699—State Dock Commission vs. G. & S. I. R. R. 

1. & S. 3533—Wharfage charges on lumber and other forest products 
at Port of Mobile, Ala. 

23937—-Standard Oil Co. of La. vs. B. S. L. & W. Ry. et al. 

Finance No. 8256—Joint application O.-W. R. & N. Co. and O. S. 
L. R. R. for authority to abandon a line of railroad between 
Robinette and Homestead, Baker County, Ore. 

July 17—Washington, D, C.—Examiner Molster: 
* Finance No. 6613—Supplemental application of Michigan Central 
R. R. and N. Y. C. R. R. for authority to acquire control, by lease, 
of the Detroit Manufacturers R. R. 
July 18—Argument at Washington, D. C.: 
a Livestock Growers & Shippers et al. vs. N. & W. 
y. et al. 

- . + eanaee Livestock Growers & Shippers et al. vs. C. & 
». Ry. et al. 

1. & S. 3522—Livestock from Va., W. Va., Md., Pa. and D. C. to 
eastern pts. 

July 20—Richmond, Va.—State Corporation Commission of Virginia: 

Finance No. 8813—In the matter of application of N. & W. Ry. 
under paragraphs (18) to (21), inclusive, of section 1 of interstate 
commerce act, for certificate of public convenience and necessity 
authorizing abandonment of line of railroad and operation thereof. 

July 20—Washington, D. C.—Examiner Disque: 

1. & S. 3619—Ex-Ohio River coal to Cleveland, Lorain and other 
Ohio points. 

July 20—Washington, D, C.—Examiner Hoy: 

18364—Georgia Public Service Commission vs. A. C. L. R. R. et al. 
(adjourned hearing). 

July 20—Cincinnati, O.—-Examiner Rogers. 

22455—In the matter of reciprocity in purchasing and routing. 

July 21—Washington, D. C.—Assistant Director of Traffic Pitt and 
Examiner Boat: 

Fourth Section Application No. 14395—Filed by M.-K.-T. R. R. (in 
connection with Fourth Section Application No. 793 et al.). 

Fourth Section Application No. 14161. 

Fourth Section Application Nos. 793 et al. 

July 21—Washington, D. C.—Examiner Disque: 

1. & S. 3614—Building material, from, to and between southern 

points, 
July 22—Washington, D. C.—Examiner Bradford: 
Finance No. 3715—Excess income of East Jordan & Southern R. R. 


SAVE TIME 
and MONEY 


Ship Via 
© —ThePort- of- 
ALVESTON 


AMERICA’S PORT OF 
QUICKEST DISPATCH 


GALVESTON WHARF COMPANY 
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CARLOADING & DISTRIBUTING CO. 


OU AYAb-310), CO) 2 


UNITED. STATES FREIGHT COMPANY 


\ ay £9) 
‘ess Than Carload Freight Service ” 





AN OLD SLOGAN 





But still good, “A satisfied 
customer is the best ad- 


vertisement’. 


A 
“UNIVERSAL” maintains 


its leadership in the freight 
forwarding business, by 
efficiently serving, day 


after day, its list of over 


200,000 customers. 


For Rates or further information apply to our Freight 
Traffic Department in your city or to the 


FREIGHT TRAFFIC DEPARTMENT 


53 West Jackson Boulevard, CuHicaGco, ILL. 
40 Rector Street, New Yorx City, N. Y. 


“Reduced Freight Rates” 
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Ship via Pacifie-Argentine-Brazil Line 
(U. S. Mail Steamers) 


The only American steamship line with direct service 
between the west coast of North America and 
the east coast of South America 


—_— from Puget Sound, Columbia River, San 
Francisco Bay and Southern California Ports every 
twenty days. Refrigerator space for perishable cargoes, 
Our own representatives have visited every country at 


which we call and any McCormick agent can give first- 


hand, reliable information about market opportunities 
for American products. 


Firms interested in developing markets on the east coast of 
South America can learn something to their special advan- 
tage by writing direct to Foreign Department, McCormick 
Steamship Company, 215 Market Street, San Francisco. 


Eliminate Worry—Ship via McCormick . . . Four Fleets—80,000 Miles of Service 
sade iib 


Pacific Coastwise Pacific-Argentine-Brazil Line 
Regular Intercoastal Pacific-West Indies 


Oakland Portland 
Los Angeles Steamship Company =<" 


T 
Sen Diege 215 Market St. ane 


San Francisco Astoria 
Vancouver, B.C. DOugias 3561 
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—: the time-saving 
comfort of the Frisco’s 
fast, modernly-equipped pas- 
senger trains. Take advantage 
of the Frisco’s super-freight 
service with its dependable 
schedules and excellent ter- 
minal facilities...“ Via Frisco 
Lines”—the routing that 
shortens the trip from, to or 
through Frisco-land. 


S. S. BUTLER 
General Traffic Manager 
$17 Frisco Lines 
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-Ten General American re- 


pair plants are maintained 
in addition to offices in 
New York, Los Angeles, 
Milwaukee, St. Louis, 
Seattle, New Orleans, 
Buffalo, Dallas, Tulsa, 
Spokane and Sharon. Head 
office, Chicago. 
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ANY TYPE 


OF CAR...WHEN AND 
WHERE YOU WANT IT 


The General American Tank Car Corporation operates the 


largest privately owned fleet of railroad cars in the world. 


At ten strategic points throughout the country, the Com- 
pany maintains repair plants, which also serve as terminals 
for this vast fleet of 50,000 cars. 


This enables you to get all the cars you want . . . of the par- 
ticular kind you want . . . when and where you want them. 


Each of these General American plants carries a complete 
stock of tank car parts, enabling you to have repairs 
quickly made. Coupled with this service, the General 
American operates an export terminal at New Orleans for 


the storage, handling and packaging of bulk liquids. 


You may safely trust your transportation problems to 
General American with the confidence that comes from 
dealing with an organization upon which the oil industry 


has relied for more than thirty years. 


GENERAL AMERICAN 


TAN K CAR ¢c OR POR AT tO N 
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At your service: thousands of 
hands! That’s what the Soo Line 
means to hundreds of shippers 
who are making daily use of its 
ample facilities. Once you be- 
come acquainted with Soo Line 
freight service you, too, will realize 
that it is made up of thousands of 
helping hands—as well as miles 
of rails and hundreds of tireless 
engines. 


Our army of courteous em- 
ployees is trained to handle 
every type of shipment with skill 
and care. Efficient, up-to-date 
methods and equipment make it 
possible for us to guarantee that 
your freight will go through with 
the utmost possible speed. Ship 
via the Soo Line and let these 
thousands of hands serve you. 
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Thousands of devoted employees 
have set the ‘‘S.P.’’ standard 


OUTHERN PACIFIC is more than a right-of- 

S way... steel track ... engines ... depots 

... cars, etc. It is an activity, a going con- 
cern, a living thing, with policies, traditions, 
intuitions, methods, objectives and ideals. 

Thousands of devoted employees, who have known 
no other service, and thousands of recruits who soon 
imbibe the spirit and vie in loyalty with the veterans. 

This is the real Southern Pacific ... those that 
have set the standard. 

Whether you are shipping or traveling or desire 
information on ideal plant locations, you will receive 
efficient and courteous help for your problems at 
any of the offices listed below. 





MS 5 accaia, 6:4scaisiiaie cig aioe eae Healey Bldg. a er er Majestic Bldg. 
SS SOON LEE 9 Morris Bidg. Havana.......... Pi Y Margali (cates Obispo) 46 
Birmingham........... 502 didaeamaa Life Bldg. Indianapolis............ Merchants Bank Bldg. 
ee er eee Old South Bldg. Kansas City............ Railway Exchange Bldg. 
Rs gatiid scidorsimeis loa ian Ellicott aonape Bldg. Louisville................ Fourth & Walnut Sts. 
a a ea Dixie Terminal RS a 3 Bldg. 
Chicago—Freight ~..; eee” ba Bldg. Minneapolis............ Metropolitan Life Bldg. 
Chicago—Passenger OT 3 W. Jackson Mexico =A bisa autaciactel Ave. Cinco de Mayo, No. 7 

ee ce OO EE POR Ms. Bldg. Monterrey..............002. Edificio coeaebh 


DEE 5 6i0e boca cenueecaeeeronee Boston Bldg. New York City—Frt.-Pass......... 165 Broadway 


Southern Pacific 


You are cordially invited to use the facilities of our entire organization in any 
way we can serve you. Simply communicate with our representative nearest to you. 
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ot Only a Physical Plant—but An Organization. At Your Service 





Southern Pacific of- 
fers the only through 
freight service be- 
tween the Pacific 
Coast and the Atlan- 
tic Seaboard entirely 
over its own facilities 
via the Sunset-Mor- 

an Line. Southern 

acific provides 
freight service be- 
tween Houston, Gal- 
veston, New Orleans 
and New York, also 
between Galveston 
and Baltimore, and 
passenger service be- 
tween New Orleans 
and New York. 












Choice of 
Routes for 
Travelers 







F both passengers and 
freight, the Four Great 
Routes of Southern Pacific 
afford a complete service to 
and from 4100 points in 
California, Oregon, Nevada, 
Utah, Arizona, New Mexico, 
Texas, Louisiana and_ the 
West Coast of Mex- 
ico, with connec- 













tions, to all points 
in the United States, 
Mexico and Canada. 


Sunset Route — be- 
tween New Orleans 
and San Francisco. 


Golden State Route 
—between Chicago 
and Los Angeles. 


Overland Route—be- 
tween Chicago and 
San Francisco. 


Shasta Route — be- 
tween Seattle and 
Portiand and San 
Francisco. 





















Uptown oy Ticket Of..531 Fifth Ave. at 44th St. 


EE PE TO Perrine Bldg. 
EEE Packard Bldg. 
Re Park Bldg. 
Be IED. 0000 cc cvcsscdonenes 41S. Main 

a traleio6-s,5:0,0 063 604.0600 1405 Fourth Ave. 
I a sas. res a0 ces a6 me Carleton Bidg. 
Vancouver, B.C............... 585 Granville St. 
Washington, D. 3 Seiad e laine eal Shoreham Bldg. 
Winston-Salem, N.C........ 613 Reynolds Bidg. 














